JPRS 84573 


20 October 1983 


USSR Report 


TRANSPORTATION 


No. 129 


[FBIS] FOREIGN BROADCAST INFORMATION SERVICE 











NOTE 


IPRS publications contain information primarily from foreign newspapers, 
periodicals and books, but also from news agency transmissions and broad- 
casts Materials from foreign-language sources are translated; those 
from English-language sources are transcribed or reprinted, with the 
original phrasing and other characteristics retaineJ. 


Headlines, editorial reports, and material enclosed in brackets [] are 
supplied by JPRS. Processing indicators such as [Text] or [Excerpt] in 
the first line of each item, or following the last line of a brief, 
indicate how the original information was processed. Where no processing 
indicator is given, the information was summarized or extracted, 


Unfamiliar names rendered phonetically or transliterated are enclosed in 
parentheses. Words or names preceded by a question mark and enclosed in 
parentheses were not clear in the original but have been supplied as 
appropriate in context. Other unattributed parenthetical notes within the 
body of an item originate with the source. Times within items are as 
giver by source 





The contents of this publication in no way represent the policies, views 
or attitudes cf the U.S. Government, 


PROCUREMENT OF PUBLICATIONS 


JPRS publications may be ordered from the National Technical Information 
Service (NTIS), Springfield, Virginia 22161. In ordering, it is recom- 
mended that the JPRS number, title, date and author, if applicable, of 
publication be cited. 


Current JPRS publications are announced in Government Reports Announcements 
issued semimonthly by the NTIS, and are listed in the Monthly Catalog of 
U.S. Government Publications issued by the Superintendent of Documents, U.S. 
Government Printing Office, Washington, D.C. 20402. 











Cocrespondence pertaining to matters other than procurement may be addressed 
to Joint Publications Research Service, 1000 North Glebe Road, Arlington, 


Virginia 22201. 





Soviet books and journal articles displaying a copyright 
notice are reproducec and sold by NTIS with permission of 
the copyright agency of the Soviet Union. Permission for 
further reproduction must be obtained from copyright owner. 




















JPRS 84573 


20 October 1983 


USSR REPORT 
TRANSPORTATION 


No. 129 


CONTENTS 
CIVIL AVIATION 


General Director on Work of International Air Services Central 
Adawinistration 
(Nikolay Konstantinovich Poluyanchik Interview; 
VOZDUSHNYY TRANSPORT, 25 Jun 83) eeeeeeeaee eee ea eaeaeea an eaeaenee 


CEMA Commission on Civil Aviation Cooperation Meets in Baku 
(Vladimir Vasil’ yevich Kuz'kin, et al. Interview; VOZDUSHNYY 
TRANSPORT, 28 May 83) e@e@eeeewee eee ea eae ee eae eae ae ew eaaeaeaavaaeevanaeeanene 


Poor Quality Aircraft Exterior Surfaces Cause Creater Fuel 
Expenditures 
(V. Sergeyev; VOZDUSHNYY TRANSPORT, 18 Jun 83) ........- 


Polyurethane Aircraft Coatings Urged for Fuel Savings 
(A. Ovsyannikov, et a1.; VOZDUSHNNY TRANSPORT, 5 Jul 83).. 


Innovations for Improving Performance, Aerodynamic Properties of 
Aircraft 
(V. Senyuta, T. Kuznetsov; VOZDUSHNYY TRANSPORT, 28 Jul 83) 


MOTC? VEHICLES AND HIGHWAYS 


Ministry Faulted for Shortages, Poor Quality of Buses, Trolleys 
(N. Obolonkov, V. Kholomonov; SOVETSKAYA ROSSIYA, 


25 May 83) ee el 


Official Outlines Improvement Planned for ‘Moskvich’ 
(V. Romanyuk; PRAVDA, 12 May 83) eeenveaeaa eae eewawaeava ava eaeaneene 


13 


17 


20 


23 


27 


- 38d) 














RAIL SYSTEMS 


Chief Expounds on Gorkiy Railroad Improvements 
(A. Basov; GUDOK, 3 Aug 83) ereeereeeeeeneeeeeeeeeeeneeeeeaeeee 31 


Progress of Moscow Car Pepair Initiative; Lagging Noted 
(V. Makhovoy; EKONOMICHESKAYA GAZETA, No 37, Sep 83) .... 4 


Slow Adoption of Moscow Car Repair Initiative in Voronezh Area 
(I, Fedysinov, N. Kozlov; EKOWOMICHESKAYA CAZETA, No 33, 


Aug 83) eer evreneevneevev ee eee eeee ee eee eeaeeeeeeeeeeeeaeeeneaeeeaeeee 36 


Rail Employees Operate ‘Secret’ Train for Profit 
(Cc. Oleynik; GUDOK, 4 Jun 83) eeeeeveeeeeeneeaeneaeneaeneaeaeaeaeaeaeaeanene 39 


Passengers Continue To Complain About Service on Moscow Railroad 
(MOSKOVSKAYA PRAVDA, 26 Jun 83) eeeneeeneervreaeeaeneaeaeneaeneneaeeaeee 41 


Kalinin Works Begins Production of New Passenger Coach 
(V. Stepanenko, N. Popinako; PRAVDA, 30 Jun 83) ........- 43 


Ways To Improve Shipment of Timber Advocated 
(A. I. Smolin, et a1.; ZHELEZNODOROZHNYY TRANSPORT, 5 May 83) 44 


MARITIME AND RIVER FLEETS 


Ministry Urges Better Foreign Language Training, Stresses English 
(P. Nechayev; VODNYY TRANSPORT, 19 Jul 83) eeenreeneeneenenneeneaee 50 


Services, Operation of Leningrad ‘Inflot’ Office 
(V. Yeliseyev; LENINCRADSKAYA PRAVDA, 14 Jun 83) ........ 53 


PORTS AND TRANSSHIPMENT CENTERS 


UkSSR Official on Needs, Problems in Transshipping 
(Konstantin Ivanovich Masik Interview; CUDOK, 7 Jun 83) 55 


Baltic Regional Transshipment Council Coordinating Port-Rail 


Deve lopment 
(Ss. Borik, et al.; VODNYY TRANSPORT, 23 Jun 83) eeenrnvenenee 59 


Transportation Journals Hold Roundtable on Transshipment Problems 
(mM. Corbis; GUDOK, 12 Jun 83) eeeeeneeeeeeaeeaeeec een eaeaeaeaeae eee 67 


Berdyansk Port Improves Ro-Ro Facilities 
(A. Konovalov; VODNYY TRANSPORT, 7 Jul 83) ....ccecccccas 69 


INTERSECTOR NETWORK DEVELOPMENT 
Creation of National Institute To Oversee Freight Handling 


Technology Urged 
(A. Kaltakhchyan; PRAVDA, 10 Jun 83) eeenveeeaeneeneeneneneaeneaeaeanee 71 


-be- 











Efforts in BSSR To Shift Rail Freight to Truck Haulage 
(M, Kaganekiy; SOTSIALISTICHESKAYA INDUSTRIYA, 16 Mar 83) 74 

















CIVIL AVIATION 


GENERAL DIRECTOR ON WORK OF INTERNATIONAL AIR SERVICES CENTRAL ADMINISTRATION 


Moscow VOZDUSHNYY TRANSPORT in Russian 25 Jun 83 p 3 


[Interview with Nikolay Konstantinovich Poluyanchik, general director of 
TsUMVS (International Air Services Central Administration) by VOZDUSHNYY 


TRANSPORT special correspondent 1. Grigor'yev, Sheremetyevo: "On Routes Far 
and Near"; date of interview not given] 


[Text] During these days a study of materials of the June 
CPSU Central Committee Plenum and of the USSR Suoreme Soviet 
session is under way in subunits of the Order of Labor Red 
Banner International Air Services Central Administration, as 
it is in all collectives of the sector. Now when the heavi- 
est time of movements is at hand the aviators of TsUMVS are 


trying to work with even greater efficiency, effectiveness 
and quality. It is understandable that the first question 


we asked of TsUMVS General Director N. K. Poluyanchik con- 
cerned the administration's work under conditions of the 
transportation peak. 


[Answer] The collective prepared for the beginning of the epring-summer navi- 
gation with a great sense of responsibility and high labor activeness. There 
is no question that the most intensive time of transportation has come for us. 
Judge for yourselves: In comparison with the winter period the total number 
of trips on international routes rose by 60 per week and comprises an average 
of 350-360 passenger flights and 35 cargo flights weekly. 


It was with a great sense of responsibility that our collective greeted the 
USSR Council of Ministers degree on matters involving regulation of the work 
of enterprises, organizations and establishments engaged in serving the popu- 
lation. Particular attention was given to improving passenger services at 
ticket booths of the international agency, at the airport and aboard the air- 
craft. I will mention a number of steps: Three sections of the Central 
International Agency with branches have been set up for the beginning of the 
summer flight schedule. One of the sections, located at Sheremetyevo-2 Air- 
port, works around the clock. Sliding work schedules of controllers without 











abreak for dinner were introduced from May through October. Reinforced 
shifts serve passengers during the daytime. 


Branches of the Central Internationa) Agency function in a number of capital 
hotels--Moskva, Ukraina, Kosmos, Rosstya and others--for serving Soviet and 
foreign citizens. A section for airline ticket sales for international flights 
of Aeroflot and foreign airlines accredited in Moscow has been opened in the 
Diplomatic Corps Administration building on Dobryninskaya ulitsa. 


Considering the fact that during May-September there are mass movements of stu- 
dents to countries of Africa, Southeast Asia and South America, practical steps 
have been taken to carry them out precisely and efficiently. 


We continue to give much attention to serving passengers on the ground. The 
work of information reference services has been improved. There are more than 


2,500 seating places in restaurants and coffeehouses for serving passengers. 


[Question] Speaking about TsUMVS, we above all remember its international 
route to a little over 90 countries of the world, but we won't forget intra- 
union movements which your administration has been accomplishing since 1980, 
for they generally account for a good third... 


[Answer] As a matter of fact the intra-union routes presently link us with 
cities of Belorussia, Siberia, the Soviet Baltic, the Komi ASSR, Leningrad, 


Arkhangelsk, Murmansk and Vorkuta. 


We see great reserves in developing socialist competition for turning these 
routes into model routes and providing precise organization of air movements. 


Beginning this year we have begun to operate aircraft of large capacity on 
internal routes, which will make it possible to increase the culture of passen- 
ger services. 


! already mentioned measures being taken by us to impreove passenger services on 
the ground. I will add only that arrival and departure pavilions for intra- 
union routes have the capacity of serving up to 1,200 passengers per hour. 


[Question] But let's return to the international routes. As you know, the 
international situation, which has been aggravated sharply of late, is having 

a substantial and far from positive influence on the civil aviation field. 
Let's recall if only that unfriendly position taken toward Aeroflot by the 
White House administration in halting regular flights of Soviet aircraft to the 
United States... 


[Answer] You're right: It is impossible not to admit chat the course set by 
certain circles in the West toward confrontation with che Soviet Union cannot 
help but be reflected in our work. 











The very purpose of civil aviation, which 1s noble and humane, is to bring 
together people and continents and contribute objectively to the cause of 
peace and cooperation among nations. But certain circles in the West are 
attempting to distort these noble goals to please their own opportuntiatic 
political ambitions. Nevertheless all attempts to separate and break the 
Soviet Union's ties with foreign countries turn out to be in vain. The 
development and improvement of Aeroflot's international cooperation continues 
successfully. 


Argentina is one other Latin American country to which Aeroflot aircraft have 
laid routes, The Moscow-Buenos Aires route more than 14,000 km long has 
become one of the longest trans-Atlantic airline routes served by Aerofiot 
aircraft. 


Air services with countries of Africa and the Near East are developing con- 
stantly. Since last year we iiave been flying to Bujumburu (Republic of 
Burundi), Kigali (Republic of Rwanda), AbuDhabi (United Arab Emirates) and 
Djibouti (Republic of D4{iboutt). 


At the present time we have renewed regular air services between Moscow and 
Beirut, El Kuwait and Teheran. 


Our ties with countries of the socialist community are developing comprehen- 
sively. By the way, the traffic rate has increased during the summer period 
on many routes connecting the Soviet Union with socialist countries. For 
example, the frequency of flights on the Moscow-Berlin route, the first inter- 
national air route developed by the 11-86 aircraft, increased to four per 
week. Aeroflot's flagship now flies regularly to Hanoi and Sofia and has 
developed a route to New Delhi. There are plans to begin regular flights of 
the [1-86 to Prague, Frankfurt am Main and Athens. 


Routes connecting Tashkent with Berlin and Tbilisi with Dresden were opened 
quite recently. 


Jointly operated routes show good promise. At the present time Sochi is 
linked with Berlin, Budapest, Prague and Bratislava, Budapest with Prague, 
Tbilisi with Warsaw and Tyumen with Sofia. Late last year Aeroflot and Balkan 
began joint operation of the Leningrad-Sofia and Kiev-Sofia routes. Joint 
operation of the Moscow-Sofia friendship route began in April. 


Not long ago we began to receive aircraft of the KNDR [Korean People's Demo- 
cratic Republic] airline company Choson Minhan at Sheremetyevo. The wide body 
Boeing-747 liners of the Air France and JAL (Japan) airlines flying via Moscow 
to Tokyo over the trans-Siberian route land regularly here. In April a wide 
body DC-10 of the Scandinavian SAS company began to ply this main air route. 











{(Question}] In the heat of the “psychological war" against the Soviet Union 
Aeroflot also has come under fire now in Washington, In particular the 
following insinuation was dropped: In its activities Aeroflot allegedly is 
guided exclusively by political and military considerations. In your opinion 
Nikolay Konutantinovich, how can such statements be viewed? 

[Answer] With regard to accusations that Aeroflot is a “supermilitarized air- 
line company,” it’s true that it's awkward to talk about this as it's such a 
patent lie. But touching on commercial interests, I have to say that these 
questions are not at all abstract, but quite real for our administration as 
well as for all the country's aviation enterprises. 


Above all we will note that it has been several years now since TsUMVS has 
moved into full self-repayment, This means that we are a profitable enter- 
prise without receiving any subsidy ‘rom the state. I'll cite the following 
figures. Our administration fulfilled the first quarter's production quota 
ahead of schedule. The plan for incove and profit and for all kinds of ship- 
ments was overfulfilled, The above-plan profit was more than eight million 
rubles and over a thousand tons of mail and cargoes were shipped. There were 
15,000 persons transported above the plan. 


Of course we never set for ourselves the goal of receiving a profit at any 
cost, That approach is entirely alien to laws of the socialist economic sys- 
tem, but it would be extremely wrong to assert that economic aspects have a 
secondary importance for us. 


It 1# no secret that the opening of new international routes, an increase in 
frequency of flights especially in the summer period, the move of new and more 
comfortable aircraft onto the routes and an increase in the number of passen- 
gers and cargoes transported--all this, in addition to everything else, pur- 


sues the goal also of obtaining very definite economic results, and we are 
obtaining them. Judge for yourself as to whether or not economic indicators 


are important to us. 


In our view CPSU Central Committee General Secretary, Chairman of the Presid- 
ium of the USSR Supreme Soviet Comrade Yu. V. Andropov said it very correctly 
in his speech at the June CPSU Central Committee Plenum: "We firmly believe 
that in the final account socialism will prove its advantages specifically 
under conditions of peaceful coexistence with capitalism. And we are not at 
all in favor of competition in the military sphere which imperialism is 
imposing on us." 


And international aviators are proud of the fact that by their selfless labor 
they are making a contribution to this peaceful competition, 











[Question] The June CPSU Central Committee Plenum gave much attention to 
increasing the level of organization of all our production, Wherein do you 
see reserves for increasing labor productivity of the TslUMVS collective? 


[Anewer| Above a!l it i a struggle for thrift and improvement in labor 
organization, Results of the first quarter showed that we are on the correct 
path in this respect, 


| will give the following example. Specific aviation fuel consumption per 


unit of product transported dropped 2.8 percent in comparison with the plan 
and by 4,1 percent {in comparison with last year. The struggle for fuel 


economy is viewed not only as a duty, but as the inner duty of each crew mem- 
ber. 


And the result i# that on the communist free Saturday workday 156 crews were 
able to make flights on saved fuel. Or take another example. As you know, 


since July 1981 TaUMVS crews have begun to make regular flights aboard the 
[1-86 aircraft. The equipment was new and fuel economy was not always 
achieved but the experience gained and the attention constantly given to 
economy allowed each crew of the subunit headed by V. Parshin to make one 
flight each on the Moscow-Berlin route on saved fuel as early as last year. 
During the past quarter this subunit achieved a saving of fuel resources which 
made it possible to make eight flights on the Moscow-Sofia route. 


[ will also say a few words about international cargo movements. Ve now are 
operating the I1-/6T, The An-12 1s leaving the routes, having served its 
time. New Tu-154S cargo aircraft have come to replace them and we are placing 
definite hopes on their operation on international routes. An automated 
freight complex, construction of which has begun at the Sheremetyevo-2 Air- 
port, will become an important precondition for further activation of freight 
movements. At the present time warehouse spaces are located at 
Sheremetyevo-l, from which freight must be transported to the international 
airport. As you realize, this involves certain inconveniences. The new com- 
plex, outfitted with the most up-to-date equipment and calculated for proc- 
essing 150,000 tons a year, will permit a basic resolution of many problems of 
international freight movements. 


Comprehensive use of means of automation and mechanization of production 
processes is an important production reserve. This includes automation of 
calculations for centering the load of airships, monitoring the technological 


processes of flight preparation, automating control over placement of aircraft 
on the ramp, calculating optimum parameters in the landing approach and so on. 


Our rationalizers and inventors are making a great contribution toward improv- 
ing production efficiency. The proposals they made provided a standard 
economic effect amounting to 2.8 million rubles ‘{n 1982. 











And of course the people, their efficiency and discipline and their imagina-~ 
tive, businesslike approach to matters are the chief reserve, There are now 
aix HSU's, four Heroes of Socialist Labor, more than 40 honored pilots and 
honored navigators of the USSR, and USSR State Prize laureates working in 
administration services. 


The initiatives of 11-86 commander Yu. Ovsyannikov and 1I1-62M commander Yu, 
Zelenkov and of airport shift chief B. Kozin have become widespread for model 
flights, for high regularity and culture of passenger services, for exemplary 
collectives and for turning Aeroflot into a standard in transportation. 


6904 
CSO: 1829/327 

















CIVIL AVIATION 


CEMA COMMISSION ON CIVIL AVIATION COOPERATION MEETS IN BAKU 


Moscow VOZDUSHNYY TRANSPORT in Kussian 28 May 33 p 3 


[Interviews with Vladimir Vasil’ yevich Kuz’kin, deputy minister of civil avia- 
tion of che USSR; Z. Kurowski, deputy secretary of CEMA; and G. Usachev, chief 
of an independent sector of civil aviation of the CEMA Secretariat, by 


VOZDUSHNYY TRANSPORT special correspondents 1.Grigor’yev and A. Zhurin, Baku- 
Moscow; date not specified: "On a Course of Fraternal Cooperation"”] 


[Text, For four days the capital of Soviet Azerbaijan cor- 
dially received emissaries of civil aviation of the soctial- 
{st countries. The colleagues understood each other with 
hardly a word spoken, as they say, since the language which 
was granted civic rights from the first day of the session 
was understandable by everyone--the language of friendship, 
the language of mutual understanding. 


The road to the 16th Session of the C@MAPermanent Commission 
on Cooperation in the Field of Civil Aviation began from 
Moscow. 


.-And so we had taken our places in the aircraft, but you will agree that it 
can’t be seen very often where passengers greet each other as long-time 
friends and exchange smiles and salutations at the very beginning of a trip. 
In short there was no doubt that old acquaintances who knew each other well 
and for a long while had gathered in the lounge of our Tu-154B, which was 
heading for Baku. Unusual? Of course, but then this trip too was unusual-- 
a friendship trip, a trip into the future, if you like. And although the 
official opening was still ahead, it seemed that it already had taken place 
in the lounge of the airliner which had taken off from Moscow. It was from 
here that the participants and guests of the 16th Session were beginning the 
path to the capital of hospitable Azerbaijan. 














And then it was already announced that the distance was 2,050 km, the time 

en route was two hours forty-five minutes, and the flight was being made by a 
crew of the International Air Services Central Administration headed by Firat 
Class Pilot Nikolay Rykov. This too was natural as it was TsUMVS [Interna- 
tional Air Services Central Administration] that had laid the friendship 
routes between Moscow and the capitals of fraternal countries. 


..-Losing no time, we get our first interview with V. Kuz'kin, deputy minis- 
ter of civil aviation of the USSR. 


[Question] Vladimir Vasil'yevich, judging from the session program there are 
four days of strenuous work ahead. What primary issues will be decided by 
participants of the CEMA Permanent Commission for Cooperation in the Field of 
Civil Aviation? 


[Answer] We have to coordinate 13 major issues concerning the further devel- 
opment of international air routes and an expansion of scientific-technical 
cooperation on the basis of tentatively concluded treaties, and exchange 


opinions on matters of improving flight safety and using aviation in the 
national economy. We intend to discuss thoroughly the questions of our 


interworking in international organizations--the development of air traffic 
and the volume of passenger and cargo movements depend on this. We will give 
attention to juridical-legal relationships and will discuss ways of improving 
the effectiveness of our ties. 


| also consider raising the question of holding the fifth practical science 
conference on use of aviation in the national economy to be of importance. By 
the way, this is a very promising field of aviation usage in our countries. 

I will remind you that civil aviation of CEMA member nations works half of 
all agricultural areas in the world. Along with the Soviet Union, aviators 
of Hungary, who work almost six million hectares, as well as those of the GDR 
and Cuba, play a leading part here. The role of helicopter equipment is grow- 
ing perceptibly here. 


[Question] Vladimir Vasil'yevich, the range of issues you have mentioned was 
raised to one extent or another at previous sessions as well, but on what new 


problems will participants of the upcoming meeting be focusing their atten- 
tion? 


[Answer] Well first of all, we intend to discuss basic issues of the activ- 
ity of the working group for economic matters. This is not a new direction. 
The question of economics always has been one of the key issues for us, but 
now this direction is acquiring particular importance, The commission's work 
is being arranged on the basis of a comprehensive program adopted back in 
1971. General agreements are being accomplished in conformity with these 
documents. 











[Question] If possible please tell us in more detail about each of these 
agreements. 


{Answer} To begin with I'll mention the agreement on comprehensive develop- 
ment of international airports. This document includes questions of know-how 
in passenger services, a further improvement in airport equipment, an 
increase in their throughput, and automation and mechanization of production 
processes. 


Another general agreement is on creatior and introduction of a system for 
seat reservations and ticket sales on internationa! air routes. This agree- 
ment envisages the use by aviation enterprises of CEMA member nations of the 
“Avrora” seat reservations aad ticket sales ASU [automated control system] 
being operated in Aeroflot. By the way, the GDR's airline company "Inter- 
flug” already is successfully interworking with this system. 


Measures are being implemented which have been determined by a general agree- 
ment on foint operation of international routes. This increases the commer- 
cial load on the aircraft inventory of fraternal countries’ aviation enter- 
prises and increases the economic effect of flights. The advantage is 
obvious: lack of competition among airline companies and a 100 percent load 
on any flight inasmuch as earnings for the flights are divided equally. 


The International Scientific-Experimental Air Traffic Control Center 

(MNETs UVD) has been set up and is functioning in Moscow in conformity with a 
general agreement. One of the important missions of this center is to 
develop the know-how in production activity of the UVD [air traffic control] 
dispatcher personnel under various conditions of automation. 


I would like to emphasize in particular that the CEMA member nations success- 
fully resolved the task of supporting their civil aviation with engine and 
assembly repair. The fact that countries have been determined for special- 
izing in the repair of specific types of aircraft, helicopters and aviation 
assemblies is convenient and advantageous for everyone. A long-range plan 
for specialization in aviation equipment repair among countries of the 
socialist community is being implemented successfully. 


Implementation of an agreement on conduct of studies by the Center for Organ- 
izing the Planning of Flows in a Unified Air Traffic Control System interests 
everyone. “his will contribute to an improvement in flight planning on 
routes served by aviators of CEMA member nations. 


[Question] It isn’t the first time representatives of civil aviation of 
socialist countries have gathered. In your view, what are the characteristic 


features of such meetings? 








[Anewer|] Each of them in its own way was a stage along the path of a further 
deepening of business contacts, development of cooperation, and attainment of 
even greater mutual understanding. The atmosphere of friendship typical of 
these forums creates a good working mood which contributes to adoption of 
effective decisions. I have no doubt that this good tradition will not be 
interrupted this time as well. 


.-» Khosh gyal'mishsiniz!"--"Welcome!" Those were the words with which hos- 
pitable Baku greeted its dear guests. Meetings with the floriculturists of 
the Shuvelyan Sovkhoz, with oilfield workers of the Caspian at Neftyanvve 
Kamni, power engineering workers of Sumgait, aviators of Zabrat, toilers of 
tropical Lenkoran and workers of the Baku Domestic Conditioner Plant will long 
remain in the memory of session participants. Is it necessary to mention that 
all the trips enumerated became accessible and even more pleasant thanks to 
aviators of local air routes? The guests were able to evaluate the profi- 
ciency of Azerbaijan aviators on its merits. 


It was no accident that Azerbaijan was chosen as the site for holding such an 
important activity. The republic’s aviation workers have something to show 
colleagues from fraternal countries. 


Speaking at a reception honoring session participants, K. Bagirov, first 
secretary of the Azerbaijan Communist Party Central Committee, said that the 
republic’s aviators were making a tangible contribution to development of the 
Azerbaijan SSR economy. Speaking for all session participants, Ye. Rakowski, 
head of the Polish delegation and director of the Polish People’s Republic 
Main GA [Civil Aviation] Administration, expressed enormous gratitude for the 
fact that delegations of CEMA member nations were given excellent working con- 


ditions. 


"Everything we saw in your republic,” he emphasized, “deepened our understand- 
ing of the fact that the Land of Soviets is heading confidently along the path 
to communism, winning one victory after another and acting as the standard- 
bearer of the struggle for peace throughout the world.” 


Prior to the signing of a concluding protocol we met with CEMA Deputy Secre- 
tary Z. Kurowski and G. Usachev, chief of an independent sector of civil avia- 
tion of the CEMA Secretariat. 


[Question] How do you assess results of the session which has ended? 


7. Kurowski: The range of issues which we discussed was rather broad. As vou 
know, the resolution of each of them is aimed at further development of 


economic ties among CEMA member nations and an expansion in these states’ 
multilateral economic cooperation in the field of civil aviation. All this 
contributes to implementation of measures under the Comprehensive Program for 
further deepening and improving cooperation and developing socialist economic 
integration of CEMA member nations in this area. 


10 











G. Usachev: Formation of a working group on economic matters unouestionably 
is a very important point in our commission's work. The range of basic issues 
of this group on economic aspects of civil aviation's development for the 
immediate five-year period and a longer period has been outlined. This work 
relies on a detailed analysis of the air transport activity of CEMA member 
nations. I have in mind the fact that in matters of comprehensive development 
of transport this group ties in its work with that of Section No 1 of the CEMA 
Permanent Commission for Cooperation in Transport. 


Much attention also was given to questions of the status of flight safety and 
conduct of measures aimed at preventing flying accidents. The delegations 
reviewed results of the work of the Bucharest and Berlin agreements in this 
area for iast year. 


[Question] What role does air transport play in developing the iategrated 
transport system of CEMA member nations? 


Z. Kurowski: It must be said that the role of air transport grows from year 
to year. Contributing to this is the use in civil aviation of CEMA member 


nations of new-generation aircraft such as the Tu-154 and I11-76T. A further 
growth in air transport effectiveness involves the successful move of the wide 


body 11-86 liner onto international routes of countries in the community. 


{Question] Along what directions is it planned to develop cooperation of CEMA 
member nations in the near future? 


G. Usachev: Primary attention is being given to resolving economic issues. 
The role of scientiiic-technical cooperation on a treaty basis is growing. 
Science has to solve specific problems in the development of air transport 
such as, for example, an improvement in automation of air traffic control and 
the automation and mechanization of airfield services. 


[Question] Please give the specific results of multilateral cooperation of 
CEMA member nations in the field of civil aviation. 


Z. Kurowski: I will mention above all creation of the Ulyanovsk CEMA GA 
Center, the importance of which is difficult to overestimate. In addition, 
cooperation has been arranged among enterprises-organizations of CEMA member 
nations in operational, commercial and financial activities, use of aviation 
in the national economy, and repair of aviation equipment. I could mention 
many more positive points characterizing the cooperation of aviators of fra- 
ternal countries, but it is best to turn to the following persuasive facts. 

An agreement has been reached for constructing a plant on USSR territory for 
repairing long-distance and medium-distance aircraft to meet the needs of CEMA 
member nations for aviation repair. Freight turnover on routes of CEMA member 
nations rose two percent in 1982 relative to 1981, the length of aviation main 
routes lengthened almost 45 percent, and the volume of freight shipments rose 














five percent. The increase in volume of air shipments for civil aviation of 
Cuba, the GDR and the VNR [Hungarian People’s Republic] is significant. 

The usage efficlency of passenger seats has increased in practically all coun- 
tries. 


[Question] Were you satisfied with session results? 


G. Usachev: Fully. Practically all issues on the agenda were resolved. 


Z. Kurowski: I fully share the opinion of my colleague, the more so as simply 
ideal conditions were created here for our work. Azerbaijan, its wonderful 


people and their cordiality and hospitality will remain long in our hearts. 


..-.-The days of our stay on the bountiful Azerbaijan soil flew by impercepti- 
bly. In their statements session participants were unanimous that its results 
will have a favorable influence on the development of their countries’ civil 


aviation. This probably is the primary result of the meeting of aviators of 
CEMA member nations in Baku. 
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CIVIL AVIATION 


POOR QUALITY AIRCRAFT EXTERIOR SURFACES CAUSE GREATER FUEL EXPENDITURES 
Moscow VOZDUSHNYY TRANSPORT in Russian 18 Jun 83 p 3 


/article by V. Sergeyev, senior scientific associate of the State Scientific 
Research Institute of Civil Aviation: "Solving the Problem--On the Sur face"/ 


[Text] Economizing on fuel and energy resources has become 
a special problem in recent years. As was emphasized at 

the June Plenum of the CPSU Central Committee, salient 
characteristics of modern economic thinking are a truly 
businesslike nature, and a thrifty attitude toward public 
wealth and toward the utilization of material, labor and 
financial resources. A persistent struggle is now being 
waged for each kilogram of fuel. But still there is an 
entire area of work where not everything is being done yet 
to economize not only on kilograms, but on tens and hundreds 
of thousands of tons of fuel and lubricants each year. We 
are speaking about work directed toward improving the quality 
of the external surface of aircraft. 


Every pilot knows that dirty surfaces, rivet heads and screws, temperature sensors, 
lights, auxiliary air intakes and so forth appreciably increase the aerodynamic 
resistance, and “eat up” additional fuel. Losses caused by this amount to 

up to 6 percent of the fuel consumed during a flight. On a route of such a 
distance as between Moscow and Petropavlovsk-Kamchatskiy this amounts to about 

4 tons on 4 one-way trip. 


There are also other data: roughness to a depth of up to 20 microns covering 

70 percent of the surface of a Tu-154 aircraft leads to an additional expenditure 
of about 100 kilograms of fuel per hour of flight. And the ordinary dust on an 
unwashed aircraft is 20 microns deep. Estimate the losses! 


Taking into account the importance of this problem, the Ministry vf Civil 
Aviation in conjunction with the Ministry of the Aviation Industry created a 
special working group to investigate the quality of the external surface of 
aircraft. 


During the year of its work the group visited various plants and airports in 
practically all of the climate zones of the country. The overall state of affairs 
causes alarm—little attention is devoted to the quality of the external surface. 
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The work must be improved in all areas, The normatives that are in effect at 

the present time make it possible for industry to produce aircraft with a large 
number of protruding parts and rough paint and varnish coatings ‘LKP). This is 
even more inadmissible since the product can be improved without any special 
changes in technology, just as a result of strengthening tolerances and improving 
control. 


Let us take paint. First a small example. When operating Yak-40 No 87544 on the 
Dushanbe-Khorog line, Tajik aviators notice that the flight characteristics of 

the aircraft deteriorated appreciably, especially the climbing rate. They 
measured the roughness of the lining of the wing. It turned out that this was 

an inadmissibly large amount of 60-80 microns (the conditions of the high mountains 
had their affect). In this seemingly trivial matter they discovered the main 
reason for all of the problems. All they had to do was to repaint the aircraft 

in order to improve these characteristics significantly. 


As we can see, the surface of the airframe plays a very important role in the life 

of the aircraft. Therefore one of the serious problems, to which special attention 
has been devoted when investigating repair subdivisions, is the question of apply- 

ing the paint and varnish coating. 


Let us look, for example, at how the matter is organized at plant No 400. Repair 
of the LKP is carried out here in the minimum necessary amounts, and serious 
attention is devoted to the surface of the aircraft only when there are obvious 
shortcomings. For many years the plant has been constructing a special painting 
hanger, but, as they say, the matter has not gotten off the ground. Moreover, the 
existing process for painting does not sufficiently correspond to modern tech- 
nology, which is seriously reflected in the quality of the surface of the aircraft. 
This situation, unfortunately, is typical of many repair enterprises of the branch. 


According to existing technology, the main material for painting now is a special 
enamel. Having a number of valuable properties, at the same time it does not 

meet modern requirements. It ages rapidly and is not resistant to fuel, antifading 
and several other kinds of detergents, and it has a tendency to crack. But the 
main thing is that for several years we have had polyurethane coatings which are 
more progressive in terms of all indicators. Let us note for comparison that the 
ordinary enamel paint has a roughness that is 3-4 times greater than that of poly- 
urethane. 


But production workers still do not have a high-quality polyurethane paint coating 
or a washing liquid for it. The branch has practically no specialized hangers for 
applying polyurcthane coating and does not produce enough individual means of 
protection. In a word, there is an entire complex of issues which must be 
resolved. 


Another large reserve for improving the quality of the external surface is improve- 
ment of the joints of elements of the aircraft. Even fleeting observations show 
that the art of producing them is not at all advanced. The lining is sometimes 
damaged by welding instruments, some of the rivets are placed in rereamed openings, 
and certain workers of repair plants arbitrarily replace rivets with countersunk 
heads on convex surfaces. 








One of the main reasons for this behavior on the part of the workers is the lack 
of proper control over the quality of the surface of the airframe-~-it will do as 
it is, they say. 


Much better in this respect is the organization of work at repair plant No 407, 
Here they devote more attention to the aerodynamic qualities of the aircraft 

than they do at other enterprises. Thus technologists have conducted a large 
analysis of the statistical data regarding the condition of the rivets and screws 
in various aggregates and have introduced the adhesive method of installing 
brackets. Here they have successfully applied an advanced method of spraying 
paint without air, which makes it possible to improve the quality of the work 

and reduce the expenditure of materials, 


Another important area for economizing on fuel and lubricants is high-quality 
care for the surface of the airframe during operation. We have in mind regular 
washing of the aircraft, 


On the basis of known data, the optimal time interval between washing air! ners, 
depending on the climate zone and the pollution, is 10-12 days. Actually, 

they are washed much less frequently. The fact is that the branch has almost 

no highly mechanized washing points. At the present time the aircraft are 

washed by hand everywhere, and with mops and rags, and this is basically cosmetic, 
that is, in places where there are stains and spots. 


One might object that there is the MNS-1 washing machine that is produced by 
civil aviation piant No 83, But, in the first place, it is not reliable or 
productive enough and, in the second place, the MNS~-1 only washes the surface. 
Remember that the entire cycle consists of several operations: applying the 
washing liquid, washing, removing the liquid and drying. Moreover, practically 
everywhere except in Leningrad the machines produced by the Riga workers do not 
work for various reasons. 


The data from the working group showed that the problem of improving the quality 
of the surface of aircraft is extremely complex and poorly developed. What 
measures should be taken, in our opinion, in the near future? 


Above all it is necessary to arrange efficient control over the quality of the 
external surface when repairing and operating aircraft. To do this one should 
immediately create branch standards of quality. Technical specifications should 
be stiffened and there should be an objective system of control with the help of 
the latest instruments and equipment. It is necessary to introduce strictly 
substantiated schedules for washing aircraft in airports, using washing machines 
and special liquids. We must also fully change over to painting aircraft with 
polyurethane coatings, for which it is necessary to have at repair and series 
production plants special painting hangers with facilities that provide for 

the observance of technological conditions for painting. 


And the main thing: it is necessary to radically change the psychological 
attitude regarding this group of issues. This problem is now clearly under- 
estimated, Let us recall that we are speaking about 6 percent of the fuel on 
each flight, a savings that is too great to forget about. 
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From the Editorial Staff: The problems :aised in the article by V. Sergeyev, 
are extremely multifaceted, One can deal with them comprehensively only in 

a larger discussion among interested parties, in which viewpoints would be 
expressed by workers of operations enterprises and repair plants as well as 
scientists. We are awaiting your responses, dear readers, They will not only 
make it possible to learn the opinion of specialists, but also they will help 
to improve the matter and to make substantiated decisions. 
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CIVIL AVIATION 


POLYURETHANE AIRCRAFT COATINGS URGED FOR FUEL SAVINGS 
Moscow VOZDUSHNNY TRANSPORT in Russian 5 Jul 83 p 2 


Article by A. Ovsyannikov, division chief, N. Satova, sector chief, and 
. Selyukova, senior scientific associate, State Scientific Research Institute 
of Civil Aviation: "Polyurethane Works for Economy"'/ 


[Text/ With the publication of the article by V. Sergeyev, “Solving the 
Problem--On the Surface" (VT, No 74 of 18 June) we began to discuss the problems 
related to the quality of the external surface of aircraft. As we know, this 
influences the expenditure of fuel. Because of the poor quality of the 
surfaces, up to 5-6 percent of the fuel that is expended is lost. 


One of the ways of reducing the aerodynamic resistance of the aircraft is to 
improve the paint coating. What is the state of affairs in this area? What 
do scientists suggest in order to solve the problems facing the branch? 


An entire complex of requirements are placed on paint and varnish materials that 
are used to protect aviation equipment. They are related to the specific condi- 
tions for operation under various climatic conditions. The paints should pro- 
vide reliable protection of the aircraft and elements of its structure from 
corrosion, they should be resistant to changes in temperatures and abrasive 
wear and tear, and they should have high gloss, durability with variable loads 
and vibrations, minimum attraction of dirt, a good appearance and so forth. 

The materials that are being used at the present time for painting aircraft 

that are based on acrylic, epoxy and chlorovétnyl copolymers do not meet require- 
ments fully enough, which fairly frequently leads to an essential increase in 
the roughness and a deterioration of the aerodynamic characteristics, The nature 
of these materials is such that it is impossible to give them better character- 
istics. There is only one solution--to change over to polyurethane paint and 
varnish materials. 


As research shows, they produce much better aerodynamic characteristics and 
retain their decorative and protective qualities for no less than 5 years 
(approximately twice as long as the materials that are presently being used). 
Moreover, the new coating greatly facilitates technical servicing of the 
aircraft since it does not attract dirt and is easy to wash. All this makes 
it possible to save fuel and produces a great economic effect. 
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In order to change over to painting aircraft with polyurethane materials it will 
be necessary to solve two main problems: to prepare special shops and to 
arrange for the production of these materials, The results of a test of a 
special working group showed that at the present time not a single repair 

plant has paint shops or hangers which would meet all the technical requirements 
for high-quality application of polyurethane coatings. The painting facilities 
of plants Nos 243, 407 and 421 meet some of these requirements, but they cannot 
satisfy all the needs of civil aviation, 


At the present time Aeroproyekt is developing a plan for a painting hanger for 
polyurethane coatings, Taking into account the need for the most rapid change- 
over of civil aviation to painting aircraft with progressive materials, it is 
necessary to complete the planning work in the shortest possible period of time 
and to begin the construction of these hangers. But there is no need to con- 
struct them at every civil aviation repair plant; it is sufficient to construct 
4-5 hangers according to the regional principle in the country. 


Polyurethane paint and varnish materials have been produced domestically for 
about 10 years, but so far they have not become widespread, Under the current 
five-year plan the Ministry of the Chemical Industry has not even planned to 
produce the basic component for obtaining these materials. The corresponding 
services should immediately cesolve this problem with the Ministry of the 
Chemical Industry. 


At the present time there is the possibility of producing polyurethane materials 
only in small batches at an experimental plant, but this does not solve the 
problem. Only under the condition that in the next year or two the Ministry of 
the Chemical Industry vill arrange series production of the necessary raw 
material and earmark the head enterprise for producing polyurethane materials 
will the need of civil aviation for them be satisfied, and then it will be 
possible to change over to the modern paint for aircraft. 


Another unsolved problem is that up to this point we have not developed the 
repair variant of polyurethane coatings or the technology for their local 
application. In order to provide for the most rapid changeover to polyurethane 
coatings, the State Scientific Research Institute of Civil Aviation in conjunc- 
tion with the State Research and Planning Institute for Paints and varnishes 

is developing a variant of paints and varnishes that is suitable for repair 
work, which is distinguished by more rapid drying, and increased elasticity and 
adhesiveness. The work is in the stage of development of the technical 
specifications. 


Suitability for repair work is determined not only by the technological aspects 
of application, but also by easy removability with paint removers. At the 
present time there are no series produced paint removers for removing poly- 
urethane coatings, even though a formula for them has been created by the 

State Scientific Research Institute of Civil Aviation in conjunction with the 
Institute of Physical Chemistry of the USSR Academy of Sciences, And here 
again this is a matter for the Ministry of the Chemical Industry, which must 
earmark a p’ant for series production of this paint remover and arrange for its 
production, 
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Polyurethane paint and varnish materials and removers for them are aggressive 
materiale, and therefore it is necessary to have mechanization of the processes 
for applying and removing them, At the present time civil aviation does not 
have enough productive and conveniently used means of mechanization for work 
with these paint and varnish materials. The State Scientific Research Institute 
of Civil Aviation in conjunction with competent organizations should begin work 
right away for creating these means in order to develop means of mechanization 
for work with aggressive removers and paint and varnish materials by the end 

of the five-year plan. 


A rapid changeover to painting aircraft with new paint and varnish materials 

will produce an appreciable savings of aircraft fuel. To do this, it is 
necessary even today to take up the entire complex of work related to the 
development, output and introduction of polyurethane paint and varnish materials, 
and this will be possible only with close coordination of the efforts of the 
corresponding ministries. 
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CIVIL AVIATION 


INNOVATIONS FOR IMPROVING PERFORMANCE, AERODYNAMIC PROPERTIES OF AIRCRAFT 
Moscow VOZDUSHNYY TRANSPORT in Russian 28 Jul 83 p 2 


[article by V. Senyuta, bureau chief of the head technologist's division, and 
T. Kuznetsov, engineer of the division of the head technologist of Aircraft 
Repair Plant No 407 (Minsk): "An Economical Trip Begins in the Shop"/ 


[Text] We are continuing the discussion of the problems of improving the 
quality of the external surface of aircraft that were raised in the article 
by V. Sergeyev, "Solving the Problem--On the Surface” (VT, No 74 of 18 June 
1983). 


It discussed, in particular, the fact that frequently certain civil aviation 
plants carry out the repair of aircraft without accounting for the aerodynamic 
properties of the vehicles. In response to the article the editorial staff 
received a letter from the Minsk Aviation Repair Plant. 


We absolutely agree with one of the main ideas in the article by V. Sergeyev-- 
economizing on aircraft fuel depends to a considerable degree on the efforts of 
workers and engineers at repair plants. And it could not be otherwise: the 
technology and the quality of riveting or, say, the painting of an aircraft 
most directly influences the aerodynamic properties of the aircraft and the 
expenditure of fuel. Therefore our plant's labor collective, the party and 
trade union organizations and the administration devote the most constant 
attention to the quality of the external surface of aircraft. Let us say 
directly that it is a complicated and complex problem. 


During its flying "life" each aircraft goes through about 5 repairs, during 

the course of which design and production shortcomings and defects of an opera- 
tional nature are eliminated. As a result, the weight, centering and aero- 
dynamic properties of the aircraft change. For example, the installation of a 
plate on the panel of the removable part of the wing of a Tu-134 aircraft 
weighing 177 grams, which is manufactured without accounting for the properties 
of the air flow, causes an additional expenditure of 237 kilograms of fuel a 
year. And the installation of a profiled plate causes an increase of only 39 
kilograms of fuel. The durability and fatigue strength of the restored compo- 
nent increases, although the labor-intensiveness of the repair also increases. 
We are trying to overcome this barrier. In conjunction with the Riga branch 

of the Scate Scientific Research Institute of Civil Aviation, our plant is 
introducing methods for selecting more optimal parameters for the strength and 
durability of the design of the aircraft, with the help of electronic computers. 
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The method of applying adhesive and adhesive-rivet joints has also received 
good response from specialists, In the technology for strengthening elements 
of the airframe of the aircraft, it seems to be the most technically perfect. 
The application of composition materials ‘carbon plastics) is also promising in 
this work. They weigh less and withstand large proportional loads. 


As V. Sergeyev writes in his article, one can save a considerable amount of 
aircraft fuel by improving the quality of the aint and varnish coating. The 
Minek Aircraft Repair Plant is implementing a whole number of measures to 
accomplish this. A good deal of attention is being devoted to the quality of 
the preparation of the surface of the aircraft for painting, and the paint is 
being removed from the airframes of all Tu-134 and Yak-40 aircraft that are 
painted with polyacrylic enamels, In order to apply these paint and varnish 
coatings, progressive technology for air spraying with centralized seeding of 
materials to the working places has been developed and is being introduced. 
This provides for continuity of the technological process of painting and 
improves the quality of the surface of the aircraft. 


A great deal of attention is being devoted to the organization of production. 

Thus the plant has operation-by-operation control over the quality in ail stages 
of the work. Tests of the painted surface produce good results, and this pertains 
especially to Yak-40 aircraft, which are being handled on a special dock. Here 
they have provided the necessary temperature conditions for forming a high- 
quality paint and varnish coating. Yet, because of the lack of a special 
building, we are rot satisfied with the working conditions for painting Tu-134 
aircraft, 


We completely agree with the viewpoint of scientists from the State Scientific 
Research Institute of Civil Aviation (VT, No 80 of 5 July 1983, “Polyurethane 
Works For Economy"), who think that it would be a step forward to introduce 
polyurethane paint and varnish materials at repair plants. Indeed they have a 
Whole number of excellent qualities. 


We understand that there are many difficulties on the path to polyurethane 
coatings, but still it is absolutely necessary to introduce them. The initiative 
here should cone from the ministry and scientists of the State Scientific 
Research Institute of Civil Aviation. On our part we are prepared to become 
allies in any experiment in order to accelerate progress in this promising 
direction. 


A number of institutes, laboratories and scientific research organizations of 
the country are giving us a great deal of assistance in problems of improving 
the aerodynamic qualities of the airframe. But still sometimes we could do 
more in conjunction with science. 


Let us take a fresh example. The requirements on the quality of the repair of 
the airframe have increased appreciably recently. For instance, scratches on the 
panels of the wing or the fu ilage that are 1-2 millimeters deep require the 
application of reinforcement facings. The most expedient here is pneumodynamic 
riveting which increases the strength of the parts and reduces their sensitivity 
to various influences. 











Our plant has already accumulated a good deal of experience in pneumodynamic 
strengthening of elements of the construction of the airframe. We think that 
there is now a possibility of revising the corresponding tolerances for the 
Suitability of aircraft for repair and applying this method in mass quantity 

for strengthening linings in which there are defects. To do this the State 
Scientific Research Institute of Civil Aviation must conduct a series of research 
products with experimental design bureaus of the developers. This will make it 
possible to increase the efficiency of aircraft repair and save thousands of 

tons of kerosene, 


The situation cited above and dozens of other observations prove with all 
convincingness that saving fuel begins largely on the ground, in the plant shop. 
There is a wealth of work here, reserves for economizing on aircraft fuel are 
far from exhausted, and repair workers have still not said their final word 
regarding this issue. 
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MOTOR VEHICLES AND HIGHWAYS 


MINISTRY FAULTED FOR SHORTAGES, POOR QUALITY OF BUSES, TROLLEYS 
Moscow SOVETSKAYA ROSSIYA in Russian 25 May 83 p 3 


[aritcle by N. Obolonkov, division chief of RSFSR People’s Control Committee, 
and V. Kholomonov, inspector of the RSFSR People's Control Committee: "From 
Yesterday's Models"/ 


[Text] It would not be an exaggeration to say that the disorder with public 
transportation, primarily with trolleys and buses, cause justified dissatisfac- 
tion on the part of the population in many cities and villages of the Russian 
Federation. No small role in the poor work of transportation is played by the 
inadequate output of passenger cars, their poor quality and the inadequacy of 
models. The present level of production of buses, for example, provide for the 
needs of only 60 (!) percent. The plants of the USSR Ministry of the Automotive 
Industry that are located on the territory of the RSFSR and specialize in the 
production of passenger cars do not produce enough city, suburban and southern 
buses, and in the north we use other vehicles of various modifications which are 
critically needed under various conditions of operation. 


New, more economical and more comfortable models are being created and intro- 
duced into production extremely slowly. It is enough to point out that the 
Pavlov plant imeni Zhdanov, the Likinskiy plant and the Kurgana bus and trolley 
Plant Imeni Uritskiy are still producing machines whose designs were developed 
no less than 20 years ago. During this time there have appeared in the world a 
multitude of the most modern convenient vehicles, the best sizes, the best layout 
of the interiors and external appearance, comfortability and, moreover, higher 
quality of manufacture. In our buses, as before, there is a prevalence of less 
economical gasoline engines while world practice has already given preference 
to diesels. The models of our trolleys that are in widespread use do not have 
high-quality anti-erosion protection. As a result, their service life is half 
(!) the normative length. 


Buses and trolleys are produced with violations of the requirements of the 
standards and technical specifications. Literally not a single one of the 
aforementioned plants has introduced the main state standard for urban passenger 
vehicles that went into effect as early as 10 years ago. Worse, in 1979 the 
USSR Gosstandart, taking into account the persistent request of the Ministry of 
the Automotive Industry, permitted the trolley plant imeni Uritskiy temporarily 
to deviate from the established standards. At the plant this “temporary” 
indulgence continues up to the present day. As a result there are high steps, 
narrow doors and other inconveniences. 
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The buses and trolleys are produced with a large number of production and 
technological defects. This fact is curious. On the NAMI testing ground we 
conducted lengthy control experiments of buses. This revealed more than . 
100 various deviations from design and technological specifications. And the 
vehicles for these tests were specially manufactured, with special care. One 
Can imagine how many large defects there are in buses with ordinary series 
manufacture. 


One of the reasons for the unsatisfactory quality of the products that are 
produced is the low level of technology, which does not meet modern requirements 
for automotive construction. We shall give just one example for illustration. 
As we know, the buses and trolleys have basically a welded construction. And 
this means that their reliability and durability are determined largely by the 
quality of the assembly and welding work. Nonetheless, at the Likinskiy bus 
plant they use the same system for making metals of various thicknesses, and 
there are burnt-through places, cracks and many other defects. There are no 
technological charts at the working positions. Sometimes the number of points 
for contact welding is reduced by almost half. As a result, there are frequently 
cases that are truly worthy of anecdotes: the construction breaks down without 
even reaching the assembly conveyor. Incidentally, almost the main instrument 
is the sledge hammer. We had occasion to see this in the company of the plant's 
head engineer, V. Kononenko. 


"It is simply a miracle that with this technology even some of the buses still 
go on the line,” we said to him. 


But the manager of the plant technical service maintained his calm. Apparently 
he had become accustomed to working in the style of the Stone Age. 


Generalizing, let us emphasize that up to one-third of the operations are 
carried out with such methods (with violations of technology)! 


The picture is just as unsightly when it comes to manufacturing trolleys. 
According to data of the head technologist’s division, at the Plant imeni Uritskiy 
in 1982, 67 of the 200 operations that were inspected were carried out with 
violations of the requirements, and in the press and welding shop there were 46 
violations in the 60 operations that were checked. 


Do the managers of the enterprises know about these and many other cases? 
Undoubtedly! Do they react to them in any way at all? No more actively than 
did the aforementioned head engineer of the Likinskiy plant. They develop 
measures and issue instructions and, one must say, an abundance of them, but 
nobody fulfills them or sees the matter through to the end. And it turns out 
that the automotive enterprises spend an average of up to 40 man-days on each 
vehicle in order to put the passenger equipment (brand new, “spic and span™) 
into working condition. 


Unfortunately one must consider it the rule that the plant collectives and 
their managers allow serious violations of production discipline and have put 
up with this for many years now. But what is the position of the Ministry of 
the Automotive Industry? 
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From 1967 through 1983 the Ministry of the Automotive Industry issued more than 
10 orders regarding questions of the creation and series production of models 

of buses and trolleys, improvement of their quality and raising of their techni- 
cal level. During this period the Likinskiy, Pavlov and Kurgana bus plants 
and the trolley plant imeni Uritskiy, in keeping with the assignments of the 
government and the orders of the Ministry of the Automotive Industry, developed 
70 new models and modifications of buses and trolleys. As we can see, there has 
been no shortage of all kinds of intentions and plans. But during these more 
than 16 years the enterprises have begun to produce only 3 new models and 8 modi- 
fications based on them. Work is still in progress on a number of models (or 

the appearance is given that it is?), although the time period for completing it 
has long expired. Gas cylinder buses, modernized vehicles of the Likinskiy 
Automotive Plant, large (hinge joint) trolleys, vehicles for northern regions 

and much other necessary technical equipment should have been travelling on 

the routes for more than 5-7 years now. But one cannot find them on the streets 
of our cities or on rural roads. The work on the LiAZ-677M bus (urban, modern- 
ized) was begun as early as 1972, and it was supposed to have appeared, according 
to orders (not just one!) of the ministry in 1975, and then in 1980, but an 
uncompleted model did not go on to the lines until last year. Let us add to 

this that, in spite of such prolonged and "scrupulous " work, the "new" model 

is not very different from previous ones which have long been obsolete. In terms 
of a whole number of indicators (speed, proportional power, expenditure of fuel, 
noise level) the new bus is practically no better than the old ones. 


The same unpleasant fate is suffered by dther models of buses and trolleys on 
which they are working at the Kurgana and Pavlov plants and at the plant imeni 
Uritskiy. And yet the money spent on the creation and modernization of buses 
and trolleys exceeded 25 million rubles during the past five-year plan alone. 


It has already been said that the plants issue an abundance of orders and 
instructions regarding observance of technological discipline and the assimila- 
tion of new equipment, but none of them reach fruition, and serve only for 
“form,” for justifications and reservations in reports. It is remarkable that 
the ministry acts in a similar way when issuing a multitude of purely formal 
orders. Not one (!) order from the ministry regarding the aforementioned 
problems has been fulfilled within the prescribed time periods, and many of them 
are not fulfilled at all. 


During the past five-year plan and during the 2 years of the current one the 
ministry was allotted 13 billion rubles for capital construction, but the enter- 
prises that produce buses and trolleys in the RSFSR were allocated only a little 
more than half of a percent--71 million rubles. As a result, the plants were 
not properly developed. The ministry and the enterprises are not taking the 
necessary measures for strengthening the experimental bases. The shops and 
services that exist for these purposes are occupied with the manufacture of 
products from the basic production. Workers of the design and experimental 
divisions of the plants are not being used correctly--half of them are regularly 
sent to work in shops for the basic production. 
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All this on the whole shows that the branch which is solving problems of 
passenger transportation remains beyond the ministry's field of vision. During 
the period from 1967 through 1982 5 decisions were made by higher agencies 
regarding the creation and series production of new buses and trolleys. But 
the ministry has actually put a halt to their implementation. 


From the Editorial Staff. The RSFSR People's Control Committee, having 
inspected the operation of 4 enterprises that produce passenger equipment, 
strictly punished their directors, N. A. Skripnichenko, V. M. Bulekov, A. A. 
Grishkov and A, I. Mikhel’. The inadmissible arrears in the production of 
buses and trolleys that were revealed by the committee raise quite clearly the 
issue of the responsibility of the USSR Ministry of the Automotive Industry in 
solving this problem. 
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MOTOR VEHICLES AND HIGHWAYS 


OFFICIAL OUTLINES IMPROVEMENT FLANNED FOR 'MOSKVICH’ 
Moscow PRAVDA in Ruseian 12 May 83 p 2 
[article by V. Romanyuk: "The "Moskvich’: Today and Tomorrow"/ 


[Text "We have read in the newspapers an announcement to 
the effect that the Politboro of the CPSU Central Committee 
has approved the proposal of the USSR Council of Ministers 
concerning the creation at the Moscow Automotive Plant imeni 
Leninskiy Komsomol facilities for producing a new motor 
vehicle on the basis of the leading achievements in the area 
of automotive construction. We should like to learn more 
details about the new machine and about what is being done 
at the plant today.” 

V. Gerasimov, Yu. Nikonov 

Leningrad 


The deputy general director of the Moskvich association, Valeriy Nikolayevich 
Sokolov, placed before me a photograph which shows an ordinary part-~a model of 
the fender of a motor vehicle. What was unusual was the method of manufacturing 
it--without a blueprint. All the information about the part was recorded on a 
magnetic tape and then the machine tools were given the appropriate programs. 
Moscow motor vehicle builders no longer needed a set of equipment, and the part 
was manufactured in Tolyatti at the VAZ. But still this first indication meant 
@ great deal for the plant designers and technologists. The method of computer 
machine programming, which was used in this case, accelerates 4-5-fold the 
process of developing a new design, testing it and the entire complex of pre- 
paration for production. 


An old truth: a truly modern machine cannot be created with yesterday's 
technical equipment and technology. And traditional methods that have been 
tested in practice frequently give way to developments of a qualitatively new 
level. Moscow automotive workers proceed from the idea that the creation of a 
new motor vehicle should be carried out within the framework of principally new 
technology which is capable of providing for dynamism and high production 
efficiency. Previously the plants of the automotive industry were equipped 
with a large number of special machine tools and automated lines. This pro- 
duced great productivity. But the strictly given nature of the equipment for 
mass producing particular parts forced the production workers into a difficult 
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situation a8 soon as it was necessary to change over to a new model. This is 

why at the AZLK it was decided during the course of renovation to extensively 
apply flexible production systems--using robots that are controlled by electronic 
computers and new technological processes. It is a complicated task, but it 

must be carried out. In the final analysis it is worth the effort: the enter- 
prise will be able to change from one model to another in short periods of time, 
and without large capital investments. 


The administration for design and experimental work of the AZLK is conducting 
the development of a system of computer machine designing. The methods for 
calculation have been developed by a group of specialists headed by the chief 
of the division, Aleksandr Aleksandrovich Raksha. This is an effective instru- 
ment in the hands of the designer. Along with a set of modern machines it 
organically augments flexible production systems. 


The new motor vehicle has been created using this method, but, not yet having 
the necessary technical equipment, the workers of the plant had to translate 
calculations made on electronic computers into the language of blueprints. But 
the main thing is that the new method has demonstrated its feasibility. 


What will tomorrow's passenger car be like? I had occasion to take a ride in 
a new car and I must say immediately that neither the external lines nor the 
interior look anything like the Moskvich which we are all used to. But if one 
were to try to make a comparison, one should note first of all that the new 
motor vehicle is more spacious inside while it does not weigh a kilogram more 
than its predecessor. The good visibility, the good ventilation and the more 
efficient combination of instruments--all of these merits of the new small 
vehicle will undoubtedly be valued by the automobile lovers. The same is true 
of the comfortable seats, the light steering wheel and the reliable brakes. 


But these are only external impressions. The motor vehicle is original in 
practically all of its design solutions, which are also completely domestic in 
development. Just take the front wheel drive that has been used inthis model. 
It makes it possible to save a good deal of metal and to take advantage of the 
capacity of the engine more fully. The bent side windows create a very stream- 
lined body and increase the size of the interior. Having used front-end suspen- 
sion of the “swinging candle" type, the designers were able to eliminate several 
components and improve the composition of the design as a whole. Add to this 
the more economical engine and the five cears with a fifth that accelerates 
transmission. Such in general feature: the "passport" of the new motor 
vehicle which, in terms of class and le\ f comfortability, will occupy an 
intermediate position between the Volga and the Zhiguli. 


Yes, a new class of car will appear among the Soviet passenger vehicles. While 
previously one could speak about a certain “competition” between the Moskvich 
and the Zhiguli--cars of the same series--now the situation is essentially 
changing: the new car will change over to a different class. But it would be 
incorrect to think that all the qualities of the “workhorse” Moskvich will, as 
it were, “die out" in the new model. The present Moskvich, the base model which 
has existed for about 20 years in various modifications, enjoys well-deserved 
popularity both in our country and abroad. Its victories in many car shows are 
convincing evidence of this. The last vehicle, the 2140 Lyuks model, was an 
important step forward. Mass production of it was started quite recently at the 
AZLK. 
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The new base model will inherit such traditional advantages of the Moskvich as 
the sturdy body, the reliability and the good design, We are speaking of the 
1986 model which was recommended by the interdepartmental acceptance commission 
for series production. The document and the protocol for testing for acceptance 
comprised a large volume. Hundreds of thousands of kilometers were registered 
on the speedometer by the plant's test drivers, The testing grounds were the 
northern routes covered with ice, the hot deserts of Central Asia, salt flats, 
hard cobblestones and country roads, As one might expect in such cases, the 
vehicle was tested for durability, for "shock resistance," for reliability under 
conditions with extra large loads, and in specially created emergency situations. 


And still I dare say that it is precisely this vehicle, with which we became 
familiar at the AZLK, that will come from the assembly conveyor. It is quite 
probable that certain changes will still be made in the design of individual 
components and in elements of the external appearance, And this is not the 
automotive workers’ attraction for “cosmetics” but a demand of the time: as 
long as the motor vehicle exists it must be constantly improved. 


And now let us leave the car showroom and take a walk through the plant's new 
area. On an immense billboard is the sign: "“AZLK--All-Union Shock Komsomol 
Construction Site." One is impressed by the completeness of the immense cube 
made of concrete and steel--the building for the press production. Construction 
work is coming to completion here. They have begun to assemble the mechanics- 
assembly facility. Trucks proceed in a continuous flow with the inscriptions 

on the cabs: Glavmosavtotrans and Glavmospromstroy--these organizations have 
been entrusted with the renovation. 


The bright event of recent days was the visit to the Ai’ LK by members of the 
party-state delegation of the German Democratic Republic, headed by General 
Secretary of the Central Committee of the Socialist Unity Party of Cermany, 
chairman of the State Council of the GDR, E. Honecker. At the meeting of friend- 
ship that was held here they noted the close business ties and the exchange of 
experience in production and social work as well as scientific and 
technical achievements that had become an indispensible part of the life of the 
workers of the collectives of the AZLK and the Sachsering automotive plant and 
other enterprises of the CDR. 


We have already noted that the renovation of the AZLK is principally new in 
nature. The design for renovation envisions the creation of production with 
technological flexibility that is necessary for a smooth changeover to the output 
of the latest models and even for simultaneous output of various models on the 
same technological lines. But what will remain at the old sections of the plant? 
Here they will develop machine tool production and create an experimental complex 
which will play an important role in the course of further improvement of the 
motor vehicle. 


"Mass production is considered to be more economically advantageous," says 


Valeriy Nikolayevich Sokolov. "But the paradox is that the more the technology 

of mass production is improved, the less flexible it becomes. The changeover to 
flexible technologies is not the fantasy of a group of “brains,” but a require- 

ment of the time. The modern level of robot technology and electronics and the 

qualitative growth of machine tool building make it possible to create such a 








technology. Then there is not only 4 sharp increase in productivity, but human 
resources will be saved and better working conditions will be created." 


Of course this problem cannot be solved through the efforts of the plant alone 
or even of the branch, It is necessary to enlist the forces of scientific 
research and planning-design organizations of many related branches. For example, 
the new motor vehicle will have twice as much plastic in order to reduce the 
weight of the vehicle and create more comfort, This means that the Ministry of 
the Chemical Industry will have to carry out the corresponding developments and 
organize the production of plastics with new qualities. In order to increase 
the corrosion resistance of the body it is necessary to have materials with 
special coatings which should be provided by the Ministry of Ferrous Metallurgy. 
The Ministry of the Electrical Equipmert Industry will have to create flexible 
systems for welding the body. 


New design and technological principles, new organizational decisions, and not 
simply renovation of production and its qualitative growth--this is what renova- 
tion means today. This is the path taken by the capital city's AZLK in its 
glorious traditions. 
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RAIL SYSTEMS 


CHIEF EXPOUNDS ON GORKIY RAILROAD IMPROVEMENTS 
Moscow GUDOK in Russian 3 Aug 83 p 2 


[Article by A. Basov, chief of Gorkiy Railroad: "Catching Up to the 
Muscovites"] 


[Text] The Gorkiy Railroad is located in one of the country's major industrial 
regions and it provides transportation connections between Siberia, the Far 
East, the Volga region, and the central part of the country. Over the last 10 
years the freight turnover has increased by a factor of almost 1.5 and the 
volume of traffic has increased by 50 percent. The development of this volume 
of shipments is the result of the technical reconstruction of stations and 
sections and putting new capacities into operation. In the 10th Five-Year 
Plan, 289.3 million rubles were spent just on the construction of projects that 
would help increase the traffic and carrying capacities. 


In the llth Five-Year Plan the scale of reconstruction and new construction has 
increased even more. A Kazan route 1400 km long is being electrified. Sorting 
yards are being built. Track management is undergoing intensive development. 
Switches and signals are being equipped for electric centralized control and 
the automatic block systems are being modernized. The more powerful VL80s 
electric locomotives are being put into operation on the 
Balezino-Lyangasovo-Gorkiy-Vladimir line. 


Contributing to the increased volume of traffic are the practices of 
discharging cars while the train is enroute, preliminary compilation of a 
sorting list, and using a computer to make plans for train formation and to 
compile model lists. This list of technological innovations could go on and on. 


Experience has been acquired in intensifying the utilization of traffic and 
carrying capacities of sections, thanks to an increase in the weight and length 
of trains during the period of assigning track "windows". The practice of 
joining two and three trains into one is quite common and the one train can 
travel along sections up to 100 km long. This makes it possible to move 
hundreds of cars more than the norms set by the traffic schedules. In this way 
during the track “window” periods it is possible to continue to receive trains 
from neighboring railroads at practically the same rate. 


The decree issued by the CPSU Central Committee concerning the experience of 
collectives from Moscow Railroad enterprises with accelerating freight 
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shipments by increasing the weight and length of trains has helped us a great 
deal in the intensification of the shipping process. Following this example, 
last year Gorkiy Railroad workers delivered more than 68 million tons of 
freight above the norm in the special heavy trains. The average weight of the 
trains was increased by 95 tons. By using extra-heavy and extra-long trains, 
the railroad saved 23 locomotives and 207 brigades per day. 


The search for reserves continues. It can be no other way. The shortage of 
mainline diesel locomotives and the organization of electrification work on the 
Kazan line leave us no other choice. We need to introduce into the traffic 
system combined trains pulled by electric locomotives on the 
Balezino~Lyangasovo-Gorkiy-Vladimir line. We have experience organizing this 
kind of traffic. In the period between 1979 and 1982, 989 double trains and 
177 combined trains of other sizes were in operation in the Kirov Department. 
This meant that 1283 “strings” in the schedule were freed up. In the Gorkiy 
Department, 630 double trains and 1390 other combined trains were in operation, 
freeing up 3398 “strings”; in the Vladimir Department 399 double trains and 
1600 other combined trains were in operation, freeing up 3509 “strings” in the 
schedule. 


During this period throughout the entire railroad 1988 double trains and 3137 
other combined trains were in operation, which made it possible to free up 8190 
"strings" in the schedule for additional railcar traffic. This is a 
significant addition to the carrying capacity and it serves as a convincing 
example of drawing on reserves to increase shipments. 


In 1980 the engineering and technical personnel of the Kirov branch came up 
with @ proposal to put combined trains into permanent circulation in the most 
burdened, one-way direction of the Balezino-Lyangasovo-Shakhun'ya line. In 
order to do this, it was necessary to extend the incoming and outgoing tracks 
at a number of stations so that the combined trains could be put together, and 
so that they could be by-passed in that section. Planning work was done by the 
brandh's planning and estimate group; for the larger stations this work was 
done by the Railroad Planning Administration. 


These tracks have already been built at the Zuyevka, Poloy, and Lyangasovo 
stations and those at the Balezino station will be completed soon. 


The expenses are relatively low and the results are significant: a 
smooth~flowing system has been developed for putting the trains together and we 
can get them ready at a rate of 10-12 per day. The “strings” for these trains 
are set down in the traffic schedule. 


These tracks are also being built in the Gorkiy branch. A track 2 km long is 
being built now at Shakhunya station. Tracks will be extended at five stations 
on the section from Shakhunya to the Gorkiy sorting yard. 


This is the program. It has been reviewed and approved by the railroad's 
technical council and has the following goal: a polygon stretching 1000 km 
from Balezino to Viadimir is to provide regular operation of combined freight 
trains. The railroad has everything that is needed for this--experience; 
trained personnel; locomotives equipped with synchronized automatic brake 











control instruments; and shunts where all the train formation operations can be 
carried out without interfering with the primary train traffic. Where there 
are still no shunts, train formation operations are done on specially selected 
epens and stations. 


Since last year double electric trains have been operating on the Gorkiy branch 
in the suburban area of the city of Gorkiy during rush hour. We are now going 
to spread this practice to other sections of the line. 


Thanks to all these measures taken by the railroad, this year we have managed 
to increase traffic by 34 pairs of trains per day compared to the same period 
in 1979 (when the Muscovites’ initiative was first implemented extensively). 
Freight turnover on the electric routes during the same period increased by 
25.5 percent and the average weight of the freight trains increased by 236 
tons. 


The intensive path for developing the country's economy naturally calls for 
further intensification of the shipping process, and rational utilization of 
traffic and carrying capacities. The railroad has everything it needs for a 
new rise in its operating activities and for successful resolution of the tasks 
set before railroad transport workers by the party and government. 
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RAIL SYSTEMS 


PROGRESS OF MOSCOW CAR REPAIR INITIATIVE; LAGGING NOTED 
Moscow EKONOMICHESKAYA GAZETA in Russian No 37, Sep 83 p 4 
[Article by V. Makhovoy: "Railcar Repair is a Statewide Matter") 


[Text] The Muscovites' initiative for railcar repair by industrial enterprises, 
construction and other organizations has received broad support throughout the 
country. Since the beginning of this year over 6500 agreements have been 
signed between enterprises and various railroads. According to these 
agreements, approximately 60,000 railcars and 15,000-18,000 containers are to 
be repaired every month. 


The plants and factories served by the Moscow Railroad continue to be the 
leaders among enterprises using their own resources to repair rolling stock. 
Every month they repair about 7000 railcars and containers. 


An increasing number of railcars are being repaired by enterprises engaged in 
ferrous and nonferrous metallurgy and the chemical industry, and enterprises 
under the USSR Ministry of Construction, Road and Municipal Machine Building; 
the Ministry of Construction Materials Industry; and the Ministry of Timber, 
Pulp and Paper, and Wood Processing. 


Current repairs on railcars is well organized at the Chelyabinsk Pipe-Rolling 
Plant. Since the beginning of the year over 5400 railcars have been readied 
for cargo at the plant. 


The collective of the Chelyabinsk Forging and Pressing Works is meeting its 
obligations successfully. The collective originally promised to repair 300 
railcars per year, and it has already put 250 into working order. The workers 
have now reconsidered their obligations for the year and are planning to put 
500 railcars into good working order. 


builders at the "Sibsel'mash" [Siberian Agricultural Machine Building] 
Association in Novosibirsk have achieved impressive results. Between January 
and August they repaired 1400 railcars; by the end of the year they will have 
readied a total of 2300 cars for cargo, instead of the 800 that they originally 
promised. 


Many collectives of industrial and construction enterprises in Khabarovsk and 
Maritime Krays and Sakhalin Oblast are stepping up their rates for repairing 











the railcar fleet. More than 800 agreements have been signed with the Far 
Eastern Railroad for repair of rolling stock. Approximately 1500 railcars and 
containers have been repaired. As a result, the region's enterprises have been 
able to ship an additional 500,000 tons of freight. The fine organization of 
the work implemented by the "Spassktsement™ ([Spassk Cement Production] 
Association should be mentioned. Railcars are repaired around the clock on a 
specially designated track. Combined brigades have been organized to carry out 
joinery, metalworking, and electric welding operations. 


Many enterprises have already “acquired a taste” for repairing rolling stock 
using their own resources and have felt the economic impact. The primary point 
here is that the repair of railcars and containers at these enterprises helps 
to increase of volume of product sales and also contributes to prompt 
deliveries to consumers. 


The Muscovites’ initiative has still not been spread successfully throughout 
Alma~Ata Oblast and several other oblasts in the Kazakh SSR. The 
"Asfal'’tobeton” [Asphalt and Concrete Production] Association in Alma-Ata puts 
out about 1.5 million tons of production per year. The enterprise, however, 
objects for no reason at all to cooperation with the railroad workers in 
repairing rolling stock, even though the transport workers have agreed to help 
build the special track and to allocate the necessary spare parts. A similar 
situation is still going on at several other major industrial enterprises in 
Alma~Ata Oblast. It is hard to believe that the workers at the Alma~Ata Heavy 
Machine Building Plant are not able to find a way to participate in the repair 
of rolling stock. The Ust-Kamenogorsk Lead and Zinc Combine has used various 
pretexts in declining to follow the initiative of the Moscow enterprises for 
repairing railcars. 
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RALL SYSTEMS 


SLOW ADOPTION OF MOSCOW CAR REPAIR INITIATIVE IN VORONEZH AREA 
Moscow EKONOMICHESKAYA GAZETA in Russian No 33, Aug 83 p 18 


[Article by I. Fedyainov, assistant editor of the railroad newspaper VPERED; 
and N. Kozlov, EKONOMICHESKAYA GAZETA correspondent: "Words Not Backed by 
Deeds" | 


[Text] Promises were made to repair 35,000 railcars this year, but as of now 
fewer than 6000 have been repaired. 


A new production shop recently started operating alongside the spur tracks at 
the Voronezh Aircraft Production Association. It still has the modest title of 
“repair lot". This is probably closer to reality since the entire staff 
consists of five workers. They have at their disposal various types of 
machinery--welding and autogenous equipment, lathes, milling machines, and 
metal-joiner's benches 


At the lot flatcars, open railcars, and containers are "healed". The 
experience of enterprises in Moscow shows that this type of assistance to 
railroad workers is highly effective in improving the rolling stock. It is 
also beneficial to the industrial enterprises themselves because the time that 
the transport workers spend on the repairs is not counted as regular idle time 
for the railcar. The plant that puts the railcar back into working order 
receives the right to the car's "first cargo trip”. 


The Voronezh aircraft builders have recognized the advantage of collaboration 
with the railroad: punctual fulfillment of deliveries made within the 
framework of production cooperation. Having signed an agreement with the 
Voronezh branch of the railroad, they promised to put into working order the 
bodies of 2 railcars and 10 containers per day. The plant's workers are 
meeting these obligations. They are developing a repair base so that they will 
be able to use their own resources to repair every railcar that has been 
unloaded and needs to be put into good technical working order. 


The “Voronezhzernomash" [Voronezh Grain Machine Building] Association and the 
Semiluki Fireproofing Plant are expanding their cooperation with the railroad. 
They have also equipped shops for railcar repair and have organized permanent 
repair brigades. 











Within the Southeastern Railroad system a total of 94 agreements have been 
signed for cooperation in railcar improvements. The railroad's customers have 
promised to handle current repair of raiicar and container bodies, that is, to 
dicpatch them onto Ministry of Railways tracks after unloading only when they 
are clean and in good working order. The railway workers have made the same 
promise. 


On the basis of these agreements, about 5600 railcars and 800 containers have 
been repaired in 6 months. 


Is this a large number or a small number? The figures are impressive at first 
glance. Behind the impressive numbers, however, it is easy to find serious 
flaws in the organization of this new work. An average of 36 cars per day are 
put back into operation through the efforts of freight shippers and 
consignees. Enterprises have taken on the responsibility of repairing 114 
units of rolling stock per day; and of repairing 35,000 cars this year. 


Perhaps these figures are unrealistic? On the contrary, they are greatly 
underestimated. Repair responsibilities seem to a considerable extent to have 
been taken on haphazardly. For example, a production association for heavy 
mechanical presses took on the responsibility of repairing 2 flatcars per day; 
and a fruit sovkhoz in Anna, a rayon center, promised to repair 3 closed 
railcars and | container per day. The capacities of the large machine building 
enterprise and the sovkhoz are not comparable. In the first 6 months of this 
year there was not one day when the machine builders performed repair work at 
the rate they had proposed. 


The situation is the same at the majority of enterprises in Voronezh. Although 
they also signed agreements with the railroad, it is apparent that they do not 
intend to meet their responsibilities on time. For example, the Machine Tool 
Plant imeni 50th Anniversary of the Leninist Komsomol puts out 1 repaired 
railcar every 3 days, even though it has an obligation to put out 6 repaired 
cars in the same period. 


Almost 150 enterprises in Voronezh have their own spur tracks and they can 
repair almost 3 times as many railcars and containers as they are repairing 
now. 


Essentially nothing has been done to strengthen cooperation between the 
enterprises and the railroad at the Yelets and Gryazi centers. Not one 
agreement has been signed here yet. Many enterprises in Tambov are 
demonstrating a negligent attitude toward their responsibilities. Production 
associations such as "Pigment" and “Tambovmash" [Tambov Machine Building], the 
"Tambovpolimermash" [Tambov Polymer Machine Building] Plant, and others, in the 
first half of the year repaired a total of approximately 500 railcars. During 
the same period, Tambov Reinforced Concrete Works No 1 repaired over 100 units 
of rolling stock. 


Although not one of the Southeastern Railways customers agreed to repair fewer 
than 2 railcars per day, the actual rate is equal to 1 car every 3 days. As 
far as containers are concerned, there are only two enterprises engaged in 
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their repair--the Voronezh Aircraft Association that has already been ment ioned 
and the “Elektrosignal” (Electric Signal) Plant. 


It is clear that with the proper organization, auch more could be accomplished. 
One would think that this was the common goal of both partners. There is still 
a long way to go, however, to true unity. The railroad workers are not 
blameless in this either. 


We should take a look at the agreements signed by department chiefs. On each 
one there are the words: "For each railcar undergoing repairs, representatives 
of the railroad and the enterprise write up a standard document indicating the 
extent of necessary repairs and expected idle time.” This is elementary 
accounting. However, department chiefs and directors of railcar service 
organizations are still deciding to whom this type of accounting should be 
assigned. It seems that the railroad departments are ignoring the data 
provided to them by their customers. 


There is another issue that is unresolved. All the agreements state that the 
railroad workers have the obligation to provide the industrial enterprises with 
lumber, bolts, and other spare parts. During the first half of this year, not 
a single bolt or screw has been issued. Railcar depots themselves are in need 
of lumber. A number of enterprises, such as the "Voronezhzernomash” [Voronezh 
Grain Machine Building] Association, and the Semiluki Fireproofing Plant, are 
demonstrating considerable understanding in this predicament. They have 
established a strict policy of economy at their own enterprises, and are 
sharing their lumber with railcar depots. But the customers are not able to 
find any hatch covers, bolts, or other important spare parts among their own 
resources. 


There is a solution. At the Voronezh Department, for example, up to 30 
railcars per month can be removed from the fleet when they have outlived their 
usefulness. Customers can be supplied with good spare parts by taking an 
economical approach. 


The Southeastern Railroad Administration is lagging behind in the fulfillment 
of a number of other obligations. In particular, up until now no instruction 
or training has been organized for workers at plants that are doing repair work 
on railcars and containers. Therefore each enterprise “masters” in its own way 
the unfamiliar and quite complicated technology. 


The Ministry of Railways is setting tasks for railcar services along the line 
in terms of depot and major repairs. The services will be responsible for 
these things. Body repair work is not included in any of the types of repairs 
named. It is as if body work is part of the plan. 


Heads of the railroad subdivisions and workers at industrial enterprises still 
have not established truly effective contacts and often they speak with each 
other in different languages. Workers in associated industries are called on 
to meet each other halfway in spreading the Muscovites’ initiative. 
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RALL SYSTEMS 


RAIL EMPLOYEES OPERATE ‘SECRET’ TRAIN FOR PROFIT 
Moscow GUDOK in Russian 4 Jun 83 p 2 


[Article by G. Oleynik, Chief Engineer, Passenger Section, Kherson: "A 
Secret’ Train") 


[Text] For some time we at the Kherson Railroad Depart- 
ment have been receiving passengers’ complaints that it 
is impossible to buy a ticket for the Kiev-Nikolayev 

No 621/622 train. It seemed improbable to us--the train 
usually arrives to the city by the South Bug River, with 
almost no passengers. 


What was the matter? In order to find the answer I had to go to Kiev. 
There I found out that the above-mentioned train was not even on the sched- 
ule--it appeared to be a "secret" train. 


We requested an explanation from V. Romaniy, the Southwest Railroad service 
manager, V. Sedler, the Kiev Terminal manager, and B. Oleynik, the South- 
west Railroad manager. They assured us that decisive measures will be under- 
taken in order to investigate the situation. And then what happened? In 
January we were given a hint that at the Kiev Terminal some strange people 
are offering to take passengers to Nikolayev or Kherson without tickets. One 
should pay money to the conductor, they say, and not worry. So we decided 

to check on these hints ourselves. It turned out that the Kiev-Nikolayev 
train No 621/622, which runs every other day in off-season and every day in 
the summertime, was listed as a supplementary train in the Russian language 
schedule but in the Ukrainian language schedule was not listed at all. There 
was also no information about the "secret" train on the electronic screen at 
the ticket lobby. 


The people selling tickets also “did not know” about the train. At least, 
the tickets were sold only to those passengers who named the train by number. 
If passengers named Nikolayev as a point of destination they were given the 
same answer--"sold out." But the tickets were sold out for the Kiev-Kherson 
No 619 train, and not for the No 621 train. For this train (No 621) the 
tickets were being sold in a very “special” manner. 


When we joined the ticket line, we were approached by suspicious people who 
offered us a ride on the train for 10 rubles. We agreed. Then, along with 
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some other passengers, we were told at what time we had to get together at 
the plaza adjacent to the terminal. From there we were guided directly to 
the conductor, S. Zabolotnyy. 


In the car we dropped the passenger pretense, got the IDs of the railroad 
workers and discovered that 17 people had no tickets, the same linen was 
sold twice, and other violations. But what struck us the most was that 
plenty of seats were available on the train. While approximately 150 peo- 
ple were crowding the ticket booths, only one-fifth of the train's passen- 
ger capacity was filled. 


All these facts have now been revealed. And it is not surprising that they 
became known. It should have happened. As the saying goes, sooner or 
later "murder will out.” What surprised and outraged us was that the sta- 
tion's management did not expose such disgraceful practices themselves. A 
legitimate question is being asked: could the station's employees be in- 
volved? If not, why would the “recruiters” operate so openly? What were 
the transport militia, who are constantly on duty at the station, looking 
at? Why didn't the passenger service and railroad managements keep their 
promises to improve the situation? 


A legitimate question is being asked of the inspectors of the Southwest 
Railroad and Shevchenko branch of the Odessa Railroad: why weren't these 
scandalous actions discovered and stopped for over a year? It was surpris- 
ing to read in the inspectors’ train logs that “no violations have been 
found on the train.” 
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RAIL SYSTEMS 


PASSENGERS CONTINUE TO COMPLAIN ABOUT SERVICE ON MOSCOW RAILROAD 
Moscow MOSKOVSKAYA PRAVDA in Russian 26 Jun 83 p 2 
[Article: "They Lost a Railcar"™] 


[Text] We are printing below without any deletions a letter Muscovite V. I. 
Sysoyeva sent to the editorial board. 


"I am asking your help in investigating a disgraceful inci- 
dent that happened 28 May 1983 at the Savelovsk Railroad 
Station. I bought a ticket 5 days in advance for train 

No 602, car No 3 going to Vesyegonsk. The ticket was for 
my father, a Great Patriotic War veteran and not a very 
well man (who came to Moscow for medical treatment). You 
can imagine our surprise and then indignation when we 

found out that car No 3 did not exist in the train. fForty- 
one people, most of them senior citizens and small children 
were left without seats. The people who saw them off, 
including myself, tried to find the station manager or an 
employee in charge. Finally all the passengers were some- 
how given seats in other cars. 


"How could it happen that the entire car, the tickets for 
which were sold in advance, was lost?” 


The case brought to the editorial board's attention, involving the loss of 
a car, is unprecedented in railroad operations. True, we still have late 
departures and arrivals, incidences of double-sold tickets. But to lose a 
railcar is entirely too much. 


Here is how the Moscow Railroad management explained what happened 28 May at 
the Savelovsk Railroad Station. I. L. Paristyy, the Moscow Railroad manager, 
notified the editorial board that: 


"We investigated the facts described in V. I. Sysoyeva's 
letter. It was established that while train No 602 was 
being made-up at the Moscow-Butyrsk Station, car No 3 was 
not included. This was the fault of T. M. Pavlovich, an 
employee on duty. T. M. Pavlovich was strongly reprimand- 
ed for authorizing departure of the incomplete No 602 
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train. P. 1. Borodulya, the Moscow-Butyrsk Station man- 
ager, was reprimanded for poor supervision of employees- 
on-duty and for inadequate passenger service management. 
It was pointed out to V. I. Mel'nikov, the Deputy Direc- 
tor of passenger service of the Moscow-Riga Branch that 
release and passenger loading of train No 602 was not 
efficient. 


"Station and terminal managers have been warned that, 
for similar incidents, most severe measures will be 
undertaken with respect to the violators, even discharg- 
ing them from work." 


FROM THE EDITORIAL BOARD: Recently the Moscow Railroad Station workers have 
put in a great deal of effort in order to improve passenger service. Late 
arrivals and departures for local electric trains have been reduced. How- 
ever, letters arriving at the editorial board attest that some Moscow Rail- 
road branches, as well as the Moscow branch of the October Railroad, have 
still not improved their passenger services. Long-distance trains are still 
late, and local trains still violate schedules in a number of branches. 

This causes legitimate complaints from Muscovites. Therefore, today the 
main task of Moscow Railroad Station's workers is to ensure that the sched- 
ules are followed without fail. 
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RAIL SYSTEMS 


KALININ WORKS BEGINS PRODUCTION OF NEW PASSENGER COACH 
Moscow PRAVDA in Russian 30 Jun 83 p 1 


[Article by V. Stepanenko, KALININSKAYA PRAVDA external correspondent and 
N. Popinako, PRAVDA correspondent, both of Kalinin: "A Railcar Good In 
Every Way”) 


[Text] The Kalinin Railcar Plant has begun manufacturing a new model of 
passenger coaches. How does the new model differ from the old ones? 

V. Yaure, the Plant's Chief Designer and Project Manager answers this ques- 
tion: 


"In the new coach," says Vladimir Georgievich, "coal tanks are differently 
situated. This alone gives the new car a better appearance and reduces 
manufacturing time, as well as provides more convenient access to the bat~- 
teries without which the car's power system cannot function...." 


We step into the new “House on Wheels." The walls are covered with light- 
colored imitation gray marble plastic, the seats are covered with blue 
upholstery, and there are large windows. All this makes the interior cozy. 


In conversation, we recalled the episode from the movie “Express #34," about 
the big fire in the passenger coach. 


"In our coach this could not have been happened," says V. Yaure. "Its de- 
sign includes new fire-proof elements which would stop fire in the very 
beginning...." 


It turned out that the doors and walls of the new coach were made from spe- 
cial plates which, like a puff pastry, consist of several layers of fire- 
resistant materials, including asbestos, metal, and fire-resistant plastic. 
All wooden parts of the car, primarily the inner lathing, are deeply im 
pregnated with antipyrine. The walls, upholstered seats, and berths have 
similar fire-resistant properties. Therefore, the passengers are guaranteed 
comfort and safety. 
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RAIL SYSTEMS 


WAYS TO IMPROVE SHIPMENT OF TIMBER ADVOCATED 
Moscow ZHELEZNODOROZHNYY TRANSPORT in Russian No 5, May 83 pp 4-8 


[Article, published under the heading "Organization and Management," by 
Candidate of Technical Sciences A. 1. Smolin, chief of freight service, 
Northern Railroad, and Candidate of Economic Sciences R. M. Tsarev, Yaroslavl- 
Moscow: “Improving Hauling of Timber Loads") 


[Text] Of those branches of the nation’s economy for the products of which in- 
proved efficiency of hauling is of paramount significance, a leading position is 
occupled by the timber industry. The hauling distance of timber loads exceeds 
that of the majority of other freight categories. Timber loads account for 
approximately 9 percent of total rail transportation freight traffic, while on 
lines linking the European North with our country’s center it is about 25 per- 
cent. The percentage share of transportation expenditures in the cost of 

forest products is running 12 percent. 


The Northern Railroad is one of this country's biggest timber-hauling lines. 
Timber loads account for approximately 20 percent of the entire hauling volume. 


The scale of timber growing, harvesting, processing, and shipping is great in- 
deed. Large forest industry associations are engaged in timber harvesting 
operations. Timber is loaded at 70 percent of the stations on this railroad. 
Timber loads are shipped to 50,000 customers, located in the Ukraine, Beloruseia, 
Moldavia, the Baltic republics, and in 44 different oblasts of the Russian 
Federation, as well as for export. Such major customers for forest products 

as the Kotlas, Arkhangelsk, and Solombalekiy Pulp and Paper Combines, the 
Syktyvkar Forest Industry Complex, the Sokolbumprom and Shar'yadrev associations, 
plus a great many other wood products plants and combines. Hundreds of carloads 
of industrial raw materials, pulpwood, chips, and other timber industry 
materials are unloaded and processed each day at these enterprises alone. 


Efforts are constantly in progress on this railroad to improve the hauling of 
forest product loads, including improving efficiency by concentrating and 
routing shipment, baling loads prior to shipping, as well as optimal linking of 
forest product customers to supplies. 


Main-line railroaders initiated productive cooperation with forest industry 
enterprise workers in Arkhangelsk, Vologda, and Kostroma oblasts and the Komi 
ASSR to increase hauling volume and improve railcar utilization in hauling 
forest industry loads. 








The people of this rallroad were the first in our rail system to organize load- 
ing of timber utilizing "“high-stacking", and to devise optimal loading 
methods for all the principal product and grade designations. They have devised 
an advanced method of routing forest product loads, based on concentration of 
freight flows. Its adoption has made it possible to boost the railroad's over- 
all level of through-freight routing to 40%, and to 58% for certain associa- 
tions, such as Arkhangel'sklesprom, for example, which is substantially above 
the system average. ‘The level of prebaled shipping of forest product loads is 
21%. 


In conformity with the method of through-freight routing devised on this rail- 
road, taking into account established freight flows and the current train make~ 
up schedule, numerous shippers have ben consolidated into 22 through-freight 
shipping zones, while the principal destination yards to which forest in- 
dustry loads are shipped have been consolidated into 68 through-freight routings. 
Principal through-freight consist makeup, consolidation/distribution and termina- 
tion yards have also been specified, 


We must note that it ie much more difficult to through-freight route timber in- 
dustry loads in comparison with other bulk commodities (coal, ore, building 
materials, tank). The specific conditions of conveying this category of goods 
are a factor here. Forest industry loads are highly scattered among shipping- 
point yards and particularly among destination yards and points. They sub- 
divide into 70 sete of grading characteristics and approximately 4,000 type- 
sizes, which does not provide mutual interchangeability of timber industry 
products for the customers. 


The handling process devised on the railroad takes these peculiarities into 
account. In connection with the fact that detailed freight hauling schedules 
do not indicate destination yards, special reference guides have been prepared 
for assigning timber industry customers to a given through-freight routing, 
indicating standard car markings, by through-freight routing distribution zones. 
Guided by these directories and proceeding from the general allocation 
schedules obtained from the capital-holding entities, Lessnabsbyt organizations 
determine the timber shipping volumes for each set of grading characteristics 
and shipping point of origin taking into account consolidation of freight flows 
by shipping routes. The timber shipping volume by through-freight routings is 
submitted to railroad management at the same time as the shipping schedules. 
Through-freight couting is planned and measures taken to consolidate freight 
flows on the basis of this volume. For this purpose a table of balancing 
movements of timber loads of various grading configurations is drawn up for 

the scheduled period for each Lessnabsbyt administration, indicating through- 
freight routings by load consignee inventories, as well as a list of shipper 
timber stocks on hand at originating yards. 


Forest product customers are assigned to shipping locations on the basis of 
these tables, that is, a freight flow concentration diagram is prepared, which 
is approved by Lessnabsbyt officials and the railroad, is adopted as a basis for 
drawing up shipping and through-freight routing schedules, and is closely 
checked during acceptance of detailed schedules by the freight service planning 
department. Calendar shipping schedules are drawn up locally and coordinated 
with shippers. 








Concentration of freight flows, alongeide an increase in length of through- 
freight runs without intermediate handling, has helped consolidate the groups 
of care running to a number of destinations, which has substantially eased the 
work of classification yards, In the last three years, for example, the weight 
of a timber products train has increased by 200 tons, and at the present time 
averages 4,900 tons, while the length of a through freight train run has in- 
creased by more than 41 kilometers, and now totals 960 km. On the whole the 
through-train routing of timber loads on the basis of concentration of freight 
flows has helped reduce freight car idle time at classification yards by 10- 
12%, has sped up the delivery of timber product loads by 48 hours, and has 
made it possible to achieve annual savings of about 1.2 million rubles, 


The level of through-train routing of timber loads can be increased by further 
concentrating freight flows and establishing off-loading facilities in forest 
product consolidation areas. This matter has been examined repeatedly and 
decisions have been reached on establishing centralized consolidation/distribu- 
tion facilities for through frelyhts carrying timber loads at interchange yards 
on the railroads of the Ukraine, Belorussia, and the Baltic. Efforts by the 
railroad jointly with the Lessnabsbyts, however, to improve planning and con- 
centration of timber load freight flowsare not being adequately supported by 
Soyuzglavles, which iw» continuing to allow scattering along the destination 
railroads in planning timber shipment for ite administrations. Arkhangelsk 
Lesenabsbyt, for example, schedules shipment of softwood sawlogs to at least 

10 destination roads, and softwood structural timber and lumber to 9. All 
Lessnabsbyts schedule shipment of the principal timber load grade classifica- 
tions to the same destination railroads. For example, shipment of lumber to 
the Moscow Railroad within a single month was scheduled by Soyuzglavles from 
the Komi, Kostroma, and Arkhangelek Lessenabsbyts, and to the Southwestern 
Railroad from the Arkhangelsk, Kostroma, Vologda, and Komi Lessnabsbyts. And 
yet on the basis of available resources, shipment of lumber to the Moscow Rail- 
road could be entirely handled by the Komi Lessnabsebyt, and to the Southwestern 
Railroad -- by the Arkhangelsk Lessnabsbyt. Thus each Lessnabsbyt could ship 
the entire range of product grades to a maximum of 4-5 destination railroads on 
one or two through-train routings inetead of the ae many as 10 destination rail- 
roads to which they ship. 


in spite of all efforts, the timber hauling target was not met in a single year 
of the 10th Five-Year Plan. A similar situation is developing in the llth 
Five-Year Pian. This is connected in large measure with lack of coordination 
between shipping and timber production scheduling. In 1981, for example, the 
year’s timber hauling target assigned to the railroad was 24.1% higher than the 
1960 level. At the same time the timber harvesting target assigned to the en- 
terprises of USSR Minlesbumprom [Minletry of Timber, Pulp and Paper, and Wood 
Processing Industry) was increased by only 2.4%. Timber industry enterprises 
achieved their year's targets, but the rail yards, divisions and the railroad 

as a whole are not meeting their target. In 1982 the railroad's target, with an 
18% decrease in the average annual timber availability at enterprise shipping 
locations, specified a 19.5% increase over 1941 in timber shipments. Establish- 
ment of realistic timber load shipping targets, taking into account timber 
stocks at shipping points, would help increase the efficiency of the overall 
timber hauling operation. 





One important tawk ie to improve utilization of freight car load capacity by 
weight and volume, We should note that in recent years utilization of means 

of transportation has worsened in the hauling of timber, and their efficiency 
has declined. In spite of the fact that more than 30 efficient timber loading 
methods were developed and adopted on the railroad, static load, characterizing 
the degree of utilization of freight car load capacity, declined by 0.7 tons 
below the figure achieved in 1975. This is connected primarily with change in 
the grade characteristics of hauled timber. 


The enterprises of USSR Minlesbumprom ship more than 70 forest product 
designations, or so-called grades -~- from sawlogs, lumber, and pulpwood, to 
various sheets and industrial chips. In connection with total wood utilization 
at wood processing enterprises, the number of item designations to be hauled is 
increasing, while the percentage share of each is declining. In comparison 
with 1971, for example, the percentage share of structural timber hauling has 
declined by 13%, sawlogs by 11%, and mine timbering by 7%. At the same time the 
percentage share of shipment of lumber increased by 7%, pulpwood by 227%, and 
wood chips by 7%. There has been a severalfold increase in shipping of fiber- 
board, particle board and other wood products. 


Increase in hauling of wood chips from timber enterprises to pulp and paper com- 
bines 1s sharply reducing freight car static load. An additional approximately 
24,000 cars were employed for this reason on the railroad in 1982 alone. With 
expanded production of wood chips directly at timber enterprises, the task of 
setting up local processing of forest waste products was specified. In actual 
fact, however, timber operators are using to a greater degree grade 4 pulpwood 
rather than various forest waste in producing chips. This is caused by the 

fact that the value of a cubic meter of chips is 10 rubles greater than the 
value of a cubic meter of pulpwood. An increase in wood chip production boosts 
production profitability and increases timber operation profits. 


At the same time production of wood chips at timber operations required in- 
creased capital spending for equipment installation and setup, while high-output 
grinders at pulp and paper combines (PPC) stand idle for extended periods of 
time waiting for loads of pulpwood billets. The cost of producing chips at a 
timber cutting enterprise is several times that of chips produced at a PPC. 


Another factor involved in reducing freight car static load in hauling primary 
forest products is the fact that forest industry enterprises load pulpwood with- 
out stacking the load high enough. As a result each gondola is underloaded 

by 10 cubic meters. 


In order to improve utilization of freight car load capacity, the railroad's 
freight service, working together with the Shar'yadrev Association, devised an 
efficient baling technique of hauling fiberboard and particleboard sheets, 
stacked high in gondola cars, which frees the equivalent of one out of every 
four cars due to increasing the loading and makes it possible fully to 
mechanize cargo handling operations. Unfortunately, however, this technique is 
not yet being extensively utilized due to an inadequate supply of waterproof 
paper and banding material for stack baling. 








Efforts to make production more efficient, being done by the enterprises of USSR 
Minlesbumprom, are aimed at increasing static load and reducing freight car 
fleet requirements. A 20% increase in the output capacity of processing equip- 
ment at timber cutting locations, for example, reduces by 50% the hauling of 
round timber and helps free at least 10,000 cars each year. 


Preparation of timber for hauling is an important factor in improving utiliza- 
tion of rail rolling stock. In the summer navigation season timber containing 
10-15% water is delivered to the log yards. This greatly increases its volume 
weight. The enterprises of USSR Minlesbumprom are not working effectively 
enough in debarking logs, as a result of which every 24 hours an entire train 
is effectively engaged in hauling bark. 


One area of reserve potential for improving utilization of freight car weight 
and volume load capacity is adoption of improved methods of determining the 
weight of timber loads at freight yards and enterprises of USSR Minlesbumprom. 
The fact is that the so-called "conventional weight standards" adopted back in 
1963 are clearly out of date. They fail to cover many primary forest product 
grade and product designations. Employment of conventional standards fails to 
encourage the adoption of improved methods of more densely-packed loading and 
increased static load. Research has resulted in development and proposal of 
new methods of determining the weight of primary forest products by converting 
the quantity of loaded "close-packed cubic meters" into tons with the aid of an 
averaged loading unit weight. 


River transportation must be utilized more effectively in order to increase 
shipment of timber to customers. From the standpoint of the economy, it would 
be beneficial to increase transport of timber along the Pechora, Sukhona, 
Vychegda, and Northern Dvina rivers. In actual practice, however, volumes of 
timber transshipment in the ports of Yaroslavl and Arkhangelsk are substantially 
declining, while timber rafting offices are increasing rail shipment of logs. 
There should also be increased hauling on winter timber-hauling roads in the 
Komi ASSK and Arkhangelsk Oblast. 


We must settle the matter of increasing the volume of hauling raw materials to 
pulp and paper combines and many lumber mills in this region by water, using 
stocks built up over the winter. In actual fact the bulk of primary forest 
product is hauled by rail. This is due to the fact that in most instances the 
mode of transportation for delivering goods is determined by the owners of the 
goods at the stage of planning deliveries and signing of contracts between 
suppliers and customers, without the participation of qualified representatives 
of the transportation industry. The planning and scheduling components of the 
shippers and consignees, guided by standard provisions on establishing wholesale 
prices on products and the current procedure of reimbursement of the cost of 
transporting goods when settling accounts, in their practical activities in 
planning and scheduling shipments utilize criteria of minimum expenditures cal- 
culated on the basis of freight rates. As we know, all other things being 
equal, rail freight rates are lower. 


This road's freight service, jointly with the economics and organization of 
rail transport department of the All-Union Correspondance Institute of Rail 
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Transport Engineers, has researched transport-economic relations in this region 
for the principal primary forest product loads, including pulpwood and wood 
chips, which are the principal raw material for the pulp and paper industry. 


An analysis of shipment of pulpwood of spruce, other suftwood and hardwood 
species, as well as softwood and hardwood chips indicated that the percentage 
share of these loads in local traffic exceeds 307% of the total volume of 
primary forest product loads shipped, and 13% of total freight traffic. Pulp- 
wood of softwood and hardwood species accvunts for the largest percentage. Our 
studies revealed that the shipping of these loads is not uniform throughout the 
year. Almost 32% of the entire annual volume ie shipped in the first quarter 
of the year, but only 212% in the fourth quarter. 


In the conditions of the existing distribution of production and consumption 

of timber product, efficient hauling is obtained by preparing standard freight 
flow routing configurations, which are established by optimal assignment of 
product customers to suppliers, regardless of their ministerial affiliation, 
and with the present distribution of productive resources and available hauling 
capabilities, makes it possible to achieve minimum transport expenditures. 


An analysis of the correspondence between actual monthly detailed hauling 
schedules and standard pulpwood freight flow arteries indicated that for the 
most part they are observed. Discrepancies are caused, in particular, by the’ 
need to ensure smooth, uninterrupted operation of timber industry enterprises 
and the effect of long-term contracts between timber cutting and pulp and paper 
combines and forest industry complexes. In addition, supply agencies frequently 
"schedule" pulpwood without considering ratified freight flow configurations. 


We observed substantial discrepancies between optimal and actual chip hauling 
schedules due to a lack of in-road configurations. While volume of inefficient 
hauls did not exceed 2% for all pulpwood categories, for wood chips of two designa- 
tions the figure was as high as 102% of freight traffic. We should also note 

that the number of correspondences in the actual plan exceeds by 25% the op- 

timal plan. 


In-road freight flow configurations were elaborated on the basis of optimal 
hauling plans for softwood and hardwood chips. Adoption of these configurations 
made it possible to reduce hauling distance by 15 km. Annual savings from en- 
ployment of these configurations exceeded 100,000 rubles. 


Increasing the pace of hauling timber industry loads is an important task facing 
the people of the Northern Railroad. Implementing the decisions of the November 
(1982) CPSU Central Committee Plenum, the people of this railroad’s freight 
service and forest industry enterprises are working persistently to increase 

the shipping of these products, which are so important to the nation’s economy, 
and to achieve maximum efficient utilization of rolling stock. 


COPYRIGHT: Izdatel'’stvo "Transport", "“Zheleznodorozhnyy transport", 1983 
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MARITIME AND KIVER FLEETS 


MINISTRY URGES BETTER FOREIGN LANGUAGE TRAINING, STRESSES ENGLISH 
Moscow VODNYY TRANSPORT in Russian 19 Jul 83 p 3 


[Article by P, Nechayev, deputy chief of the Main Administration for Work 
with Seamen for Foreign Navigation, Personnel, and Educational Institutions of 
the MMF [Ministry of the Maritime Fleet]: “How is Your English Sailor?” under 
the subtitle: "To Improve the Forms and Methods of Teaching". ] 


[Text] A captain today is an agent of the state with broad powers in carry- 
ing, out the transport of cargoes. And very frequently the correctness of a 
lecision depends on the knowledge of a language. 


The practice by ship operators of uSing radiotelephone exchanges between ships 
has become widespread. As an example of what ignorance of nautical radio- 
telephone terminology in the English language leads to, there is the loss in 
|\9%2 of the West German ship “Eva Vitta" which could have been prevented if 
the crew of the ship,and the 62 telephone users who were participating in the 
talks, had been able to use it. This is not the only case. The number of 
maritime incidents arising because of ignorance of a language is Significant. 


Scientific and technical progress and the growth of the foreign trade communi- 
cations of the USSR required a serious reorganization of our work. Today, the 
activity of a majority of specialists in maritime transportation involves the 
conduct of negotiations and correspondence, and the reading of documents and 

pecial literature in foreign languages. All this brought about the order of 
the Ministry of 3 July 1980: “About improving the organization of the teaching 
of foreign languages in tre Ministry of the Maritime Fleet." 


before 1980, educational programs in foreign languages at the various stages 
in the training of Specialists, to an important degree, duplicated each other 
by Starting, a course of teaching anew but not taking into account the previous 
training of those being taught. Insufficient attention was given in foreign 
larguages to the study of vocational subjects. Right after the issuing of 
the order, 23 new programs in English were developed and introduced into the 
educational process for all Seagoing Specialties of the higher marine engin- 
ering, navigation, and arctic schools, and into the programs and examination 
lequiremeats for students of the three-year courses in the UKK [Training 
Course Centers] of the steamship companies. A collection of programs was pub- 
lished for the 10-month courses in foreign languages in the LVIMU [Leningrad 
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Higher Marine Engineering College] and the OVIMU [Odessa Higher Marine Engin- 
eoring College]. Also published were programs of courses for the workers of 
the central management and Moscow orpaniz*’ ions of the MMF, for first mates 
to captains of distant navigation, and for the Clubs of southern seamen, 
along with other docusentation and teaching methods. 


Important changes took place in the technique of teaching the English language. 
Now, in putting together study groups for first-year education, account 15 
taken of the initial level of Knowledge of the participants, and the groups 
are formed depending, on it. 


The requirements for knowledge and advancement have increased. In the 1981- 
1982 academic year, for the first time in the practice of maritime education- 
al institutions, 57 students of the higher maritime colleges ,simltaneously 
with their final examination,passed an examination of the scope of the three- 
year program in English receiving the right to a percentage addition to the 
official rate of pay. The number of students and trainees signing up for and 
defending diploma projects in English has grown. In the past school year, 
the number of trainees passing, examinations of the scope of the requirements 
of the three-year programs in English of the steamship companies and defend- 
ing, diplomas in the English language has grown almost by a factor of 2. 


At present the total number of students of internal and correspondence courses 
in foreign languages at the training course centers of the steamship companies 
consists of almost 90,000 persons as opposed to 9,000 in 1980. The number of 
tudents paSsing, examinations on the scope of the requirements of the prorram 
‘or three year courses has increased. For knowledge of a language, 5,699 
persons received a percentage increase in the official rate of pay. Their 
- 


number has grown by a factor of 5 in the Georgian, by a factor of 3 in the 
Lithuanian, and a factor of 2.5 in the Latvian Steamship Companies. 


A majority of the steamship companies regularly conduct a check of the know- 
ledge of workers directly on the ships. Having instructors go on voyages is 
important not only because workers in the fleet get an opportunity for per- 
sonal instruction and the passing of examinations without disrupting the 
normal course of work, but also as a form of increasing the qualifications of 
the instructors themselves. Today, aS Sometimes it was formerly, there is an 
acute question about the”"nautical specialization” of English instructors. 

Only by Serious scrutiny of the specifics of the operations in maritime trans- 
port and by Studying the conditions of work in the fleet can Success be 
achieved in teaching English to seamen. 


In the work of the steamship companies on the fulfillment of the above men- 
tioned order, however, there are substantial deficiencies. In the teaching 
process the newest pedogogical achievements and methods of teaching are not 
ised in full measure and too little attention is given to specialization in 
teaching. In all Steamship companies the questions of strengthening the ma- 
terial and technical base of the courses and the extremely deficient provision 
of literary and technical means to courses and ships are being solved slowly. 
The Georgian, Kamchatka, Lithuanian, Novorossiysk, Maritime, Narthern and 
Soviet Danube Steamship Companies are developing plans for the fulfillment of 
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the decree of the MMF board which convened in November 1942 and which con- 
idered the question of realizing the MMF’s order. Specifically they are 
loubling their previous plans and mapping out an earlier completion of the 
measures planned for 1983. The Murmansk Steamship Company is practically 
fully doubling the unfulfilled plan of 1980, 


The putting together of staffs for courses in foreign languages iS a Serious 
problem, Up to now they have not been assembled in the Caspian, Kamchatka, 
Lithuanian, Murmansk, and Estonian Steamship Companies. 


Overall in the steamship companies, the number of graduates of foreign langu- 
age courses amounts to 15 to 20 percent of the number of students accepted 
for inStruction. That does not permit providing the number of specialists 
with Knowledge of foreien languages needed in maritime transport and it does 
not justify the funds expended on their instruction. 


Plans for the acceptance of Steamship company workers into the first course 
do not correspond to the actual number of Students. Many workers in the 
fleet are listed for years on end in one and the same course. Thus, the plan 
for the acceptance of Students into the courses at the training course center 
of the Northern Steamship Company in 1982 amounted to 90 persons; however, 
according, to steamship company data, 1,390 are listed at present in the first 
course, and only 185 graduates are envisaged in the plan for 1983. There is 
i Slenificant amount of course repetition in a number of the other steamship 


f a panies . 


There is insufficient monitoring by steamship company managements of the con- 
luct of checks on Snecialists’ knowledge of foreign languages in nominating 
them for higher posts, and in conducting successive certifications. At pre- 
ent, only in a nomination for the post of captain is a knowledge of the 
Enelish language over the full scope of the three-year UKK courses taken into 
account as one of the obligatory requirements. It seems that the time has 
come to make this an obligatory condition in nominating specialists for the 
posts of first, senior, and second assistants to the captain and also for 


senior engineer. 


lhere are cases of an unprincipled approach to the evaluation of students’ 
knowledge of the courses. Frequently,workers in the industry who are receiv- 
ing, an addition to pay for knowledge of the English language,when enrolled in 
a 10-month course, demonstrate such a weak knowledge that they have to be sent 
into froups just beginning study of the language. 


At a recently convened seminar for instructors of foreign languages in the 
Training, Course Centers of the steamship companies a basic analysis was made 
of the exiSting, shortcomings, ways for overcoming them were outlined, a wide 
exchange of experience took place, and specific measures for improving the 
teaching, of foreign lanmuages to maritime transport workers were developed. 





91 36 
CSOs 1829/344 











MARITIME AND RIVER FLEETS 


SERVICES, OPERATION OF LENINGRAD ‘INFLOT’ OFFICE 


Leningrad LENINGRADSKAYA PRAVDA in Russian 14 Jun 83 p G 


[Article by V. Yeliseyev: "A Service of Hospitality” under the subtitle: 
"Such is Their Work”. ] 


[Text] Annually 500 to 600 foreign ships moor in the harbor 
of the Neva. The crews of each of them must be assisted in 
resolving, scores of questions connected with the stay in the 
port and the subsequent departure to sea. Today we discuss 
how this work is done. 


In all, 50 persons work at the main Leningrad maritime agency “Inflot” as this 
service is called. The majority of the staff members have a higher maritime 


or economic education. For example, one half of the whole staff are former 
seamen of the fleet. 


An obligatory requirement for staff members is knowledge of a foreign language. 
Some of them know two or three languages perfectly. 


But this, of course, is not the only requirement. Each member of “Inflot" 
must be a diplomat and politician, a business man and economist, a lawyer and 
a counselor for the captain of a foreign ship. He must know maritime law, 
port regulations, the principal equipment and operations of seagoing ships, 
the multistage system for their replenishment, and much more. 


Nevertheless, just what is the main work ot "“Inflot"? 


Providing, for the loading of foreign liners - said the deputy chief of the 


apency, N. F. Rayenko - searching for, preparing, and putting together small 
consignments of cargo. 


In the Maritime Fleet of our country there are 24 “Inflot" agencies. For the 
ninth year now, the Leningrad agency is occupied with the search for cargoes 
for foreign Liners operating on the permanent shipping lines connecting Argen- 
tinian and Brazilian ports with the European continent, including Soviet ports. 
Also, foreign ships of European lines - from England and Holland - call at the 
Neva harbor. Liners make up one tenth of the foreign ships calling at Lenin- 
prad. But they bring in 50 percent of all the revenues our country receives 
from foreign navigation through the port of Leningrad. 
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In addition to searching for cargoes and organizing, the processing, of ships 
in the minimum time, “Inflot” is called upon to render extremely varied kinds 
of aS6istance to foreign Seamen and to protect the rights of ship owners, 


Staff members of the agency assist captains to compose legally accurate de- 
clarationsS and act aS interpreters between Ship operators and the notarial 
office. If a Ship is calling at a Soviet port for the first time, then, 

is ordered by the ship's management, the crew is provided with Soviet money. 


sually, foreign ships are replenished in Leningrad with fuel, fresh water, 
and provisions. Without “Inflot” this could not be managed. Or take medical 
a5Sistance - foreigners know this well - in the Soviet Union it is free. In 
1982, among, foreign seamen arriving in Leningrad, 1,650 persons turned out to 
te Ll. The majority of them visited doctors two or three times. 


Still another responsibility of “Inflot" is taking care of repatriations; 

that 1S, the departure to their own country of foreign seamen separated from 
a Ship for any reason. In the past year alone 191 Seamen left Leningrad by 
inother kind of transportation to their native lands. AS many arrived in re- 
placement. Each entry or exit involves arranging for a visa, airline tickets, 
and hotel reservations. Everyone has to “match” the aid to foreign seamen 
with the fulfillment of regulations of various kinds. 


But this is far from a complete list of what the service of hospitality - the 
main maritime agency “Inflot is occupied with. Frequently in the practical 
work of this small, friendly collective there are very stressful days when 
16-48 foreipn ships are assembled in the Leningrad maritime port. Yes, and 
ipproaching are about 50 Ships who send radiograms with requests. All must be 
inswered, all must be assisted. Such is the service of the “Inflot” staff. 
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PORTS AND TRANSSHIPMENT CENTERS 


UKSSR OFFICIAL ON NEEDS, PROBLEMS IN TRANSSHIPPING 
Moscow GUDOK in Russian 7 Jun 83 p 2 


[Report on interview with Konstantin Ivanovich Masik, deputy chairman of the 
UkSSR Council of Ministers, by GUDOK correspondent M. Gorbis in the column 
"Links of the Food Program"; "Port, Elevator, Station"; date and place not 
specified] 


[Text] How to ensure comprehensive development of ports, 
port railway stations, elevators and transportation cen- 
ters of the Ukraine as a whole better and faster? What 

must be done to intensify transportation of export and im- 
port cargos and, above all, of foodstuffs? These questions 
were discussed in detail in Odessa at a meeting conducted 
by the Ukrainian Council of Ministers. participating in its 
work were K. I. Masik, deputy chairman of the republic's 
Council of Ministers; V. F. Sosnin and B. A. Yunitsyn, 
deputy ministers respectively of railways and the maritime 
fleet of the USSR; responsible workers of the Ukrainian 
Council of Ministers, the UkSSR Gosplan and the Odessa obkom 
and oblispolkom; supervisors of the Odessa, Donetsk, Dnepr 
and Moldavian railroads, the Black Sea, Azov and the Soviet 
Danube steamship companies and the Black Sea Hydraulic Engi- 
neering Construction Trust [Chernomorgidrostroy] and the 
Odessa Transportation Construction Trust [Odesstransstroy] ; 
and others. 


GUDOK correspondent M. Gorbis asked Konstantin Ivanovich 
Masik, deputy chairman of the UkSSR Council of Ministers, to 
describe how the republic is solving the important questions 
with regard to further increasing processing of food cargos 
by ports in the Azov and Black Sea basins and by port stations. 


"Look at the map of the Soviet Ukraine,” K. I. Masik said. "Seen clearly on 
it are some points toward which railway, motor, river and sea routes converge in 
a powerful cluster. They are Kiev and Odessa, Dnepropetrovsk and Zaporozhye, 
Kherson and Zhdanov. The work of these centers determines to a decisive 
degree the situation in transportation of the republic. Therefore, the 
Ukrainian Communist Party Central Committee and the Council of Ministers are 
devoting primary attention to raising work efficiency of the main links of 

the transportation conveyor, to intensifying coordination of various means of 
transportation and to strengthening their interaction with other sectors of 
the national economy. 
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"In the speech by Yu. V. Andropov, general secretary of the CPSU Central 
Committee, at the November (1982) plenum of the CPSU Central Committee the 
role and significance of transportation, especially of railway transportation 
as one of the key sectors of the country's economy was especially strongly 
stressed. The plenum devoted great attention to further development and im 
provement of transportation work. What conclusions were made from this? 


"First of all, it must be emphasized that collectives of transportation enter- 
prises of the republic as a whole are fulfilling the established transportation 
tasks. Last year, more than 15 million t of cargo was transported above the 
plan by all means of transportation. It is gratifying that transportation 
plans in the first quarter of this year were also overfulfilled. 


"Constant increase of transportation, of course, requires special concern for 
strengthening the material and technical base of the republic's entire trans- 
portation complex. Considerable allocations have been earmarked for these 
purposes. The Ministries of Railways, Procurement, the Maritime Fleet and 
Transport Construction have developed joint measures aimed at further increasing 
transshipment of export and import cargos in ports, railway stations and port 
elevators. 


"As indicated by the inspection of the Black Sea, Azov and Soviet Danube steam- 

ship companies, the administrations of the Odessa, Dnepr and Donetsk railways, 
the UkSSR Main Administration of the River Fleet [Glavrechflot], the UkSSR 
Ministry of Motor Transport [Minavtotrans] and construction organizations of the 
Ministry of Transport Construction [Mintransstroy] are fulfilling outlined mea- 
sures. Grain transshipment complexes were modernized in some sea and river ports. 
The scale of loading cars in ports and elevators was expanded by laying addi- 
tional tracks. Highly productive transshipping complexes and mechanisms were 
put into operation. Weighing facilities were strengthend. Development of 
railway approaches to some transportation centers was implemented. Work prac- 
tices in ports and railway port stations are being improved. Comprehensive 
socialist competition of transportation workers was further developed. 


"All of this has made it possible to considerably increase processing of food 
cargos in ports of the Black Sea, Azov and Soviet Danube steamship companies. 
The gross intensity in fleet processing in ports of the Black Sea Steam 
ship Company increased by 32.8 percent compared with 1981 and of the Azov 
Steamship Company by 19.6 percent. Quality indicators were also improved. The 
layover time of ships with grain cargo in ports of the Soviet Danube Steamship 
Company was reduced by 5 percent. All ports, with the exception of Kherson 
port, reduced the idling of cars. I would like to emphasize that by improving 
work coordination of ports and railway stations the practice of work according 
to direct variant has noticeably expanded and car tonnage and load carrying 
capacity are being used much better. 


"The main volume of food cargo transportation in the republic is handled by 
the Odessa railway. During the April-May period last year, the volume of 
grain shipments from seaports reached more than 1 million t a month there. 


"Rivermen of the republic are making a definite contribution to transporting 
foodstuffs and moving out cargo from seaports. Last year, vessels of the 
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UkSSR Main Administration of the River Fleet transported 1.1 million t of grain, 
rice, flour, groats and canned goods, Morever, they rendered considerable aid 

to railways by assuming delivery of 1.3 million t of cargo. Special transshipping 
docks with railway approaches were equipped in the Kievskiy, Cherkasskiy and 
Dnepropetrovskiy river ports. Transportation of canned goods from Bulgaria to 
Dnepr ports has been mastered. Further increase in transporting cargo by lighters 
from the Danube area countries to Dnepr ports deserves attention. 


"Motor transport workers of the republic have also joined in transporting cargo 
from seaports, Last year, they transported 130,800 t of imported cargo. 


"Of course, success of the work also depends on the procurement workers. Enter- 
prises of the UkSSR Ministry of Procurement [Minzag] were able to organize prompt 
and complete acceptance of grain products. Last year alone, 90 additional points 
for unloading grain-hauling cars were put into operation and 7 working towers, 21 
watchtowers and 10 scales. A system was developed for transporting grain from 
ports by the grain carrier routes, whose volume has now considerably increased 

in the "grain" cars pool. 


"But it must be admitted that there is still a disproportion between the possi- 
bilities of seaports and development of facilities of railway and procurement 
workers. The shortage of warehousing facilities and the imperfection of tech- 
nology are holding back the pace of processing. 


"For example, the production capacity of the Berdyansk seaport has increased 
twofold during the past few years. Port workers have acquired modern trans- 
portation and transshipping equipment, constructed mechanized docks and expanded 
warehousing facilities. However, all of this does not yield a full effect. It 
is impossible to begin operations with large-capacity containers, since the 
Dnepr railroad drags out acceptance of servicing switching work in the port 

and upkeep of the port's track facilities. Of how acutely imminent this prob- 
lem has become and how much it needs an immediate solution was described in an 
18 March PRAVDA editorial: '...The Berdyansk station has "shut" the road 

to innovation, work is being performed here in the old way.' 


"The Moldavian Railroad Administration has been delaying year after year the 
transfer of necessary material and financial resources to the Black Sea Hy- 
draulic Engineering Construction Trust for fulfilling coast protection work in 
the area of the railway approach to the Reni port. The management of this 
railroad also delays in modernizing the Reni-Nalivnaya station. There is an 
acute need in th!s in connection with the rapid development of the Reni port. 


"There are also other questions of improving transportation and processing of 
export and import cargos, which are within the competence of main administra- 
tions of the Ministry of Railways and railroad administrations. This, first 
of all, concerns ensuring that cars are provided within the limits set in plan 
tasks. It is also necessary to strengthen control over the quality of empty 
cars being provided and to use the capacities of car preparation centers to 
the maximum. It is necessary to adopt efficient measures aimed at increasing 
the number of acceptance and transfer personnel] during mass arrival of cargos. 
Railroad administrations must establish more strict control over the 
movement, prompt release and return of grain-hauling cars to loading areas. 











"The Council of Ministers of the republic had demanded that the UkSSR Ministry 
of Procurement step up modernization of elevator facilities, expand the scale 
of loading and unloading operations and ensure reduction in layover of cars. 


"The UkSSR Council of Ministers has pointed out to all participants in the 
transportation process the necessity of raising clarity and correlation in 
planning transportation and of developing active socialist competition in 
every possible way for efficient use of transportation means." 
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PORTS AND TRANSSHIPMENT CENTERS 


BALTIC REGIONAL TRANSSHIPMENT COUNCIL COORDINATING PORT-RATL DEVELOPMENT 
Moscow VODNYY TRANSPORT in Russian 23 Jun 8&3 p 2 


Article by S. Borik, V. Zagidulin, and V. Lushchevskiy, special corresponderits: 
‘The Region's Transport Council"7 


[text] Improvement in coordinating the work of all types of trans- 
port, their interaction with other sectors of the national eco- 
nomy, and the introduction of more improved technology for hauls 
comprise one of the principal tasks which the 26th CPSU Congress 
assigned to the transport workers. 


The work of people in closely allied fields, based on the recipro- 
cally coordinated planning along the lines of the Leningraders' 
experience, along with further deepening of the multi-faceted 

ties between them, have actively facilitated improvement of the 
effectiveness and the work quality of the transport conveyor. 
There are quite a few examples of this. 


A year ago the Baltic Transshipment Council was created and called 
upon to coordinate the spheres of activity of the Estonian, Lat- 
vian, Lithuanian Steamship Lines, the Kaliningrad Seaport, and 

the Baltic Railroad. 


Meeting regularly in the sessions of the coordinating council, 
these workers in closely allied fields examine the results of 
their joint work, determine the guidelines for further coopera- 
tion, and try to concentrate their attention on the key problems 
of improving the hauls, by all types of transport. The creation 
of this council has also engendered problems which still remain to 
be solved. 


The Necessary Link 


At their last session these partners in joint work discussed the results of opera- 
tions during the first quarter and the urgent measures required to ensure the 
fulfillment of the tasks for shipment of food and other imported goods during the 
second quarter of 1983. Summing up the accumulated experience, analyzing the 
"bottlenecks," searching for optimum solutions in the immediate future--that is 
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the way one may define the principal contents of the exchange of opinions which 
takes, place in this representative council, 


The working conditions of the partners are greatly similar to a competition, 
Their everyday concerns are concentrated around the same types of problems, and 
their solution is closely tied to the implementation of common tasks within the 
frameworn of the Baltic Rallroad. The latter, so to speak, cements together all 
the transport centers, “feeds” them with rolling stock, and coordinates the 
activities of the neighboring ports and stations in the name of achieving the 
maximum effectiveness for the state as a whole and for their own region in 
particular. 


The sum-total indicators for the first quarter have convincingly reflected the 
frultfulness of combining the efforts of these workers in closely allied fields 
for so.ving their common task. In all the transport centers of the Ealtic area 
the experience of the Leningrad transport workers has begun to be applied more 
Widely, more effectively, and with a greater yield; the threads of mutual ties 
and cooperation between the partners nave been strengthened. As compared with 
the flrat quarter of tne previous year, there has been a significant improvement 
in the qualitative indicators with regard to the processing of means of trans- 
portation, At all the seaports the plans for loading and unloading operations 
nave veen over-fulfilled, 


in the process of analysis it may be distinctly seen that the coordinating coun- 
cll by means of its own previous solutions and recommendations has exerted a 
definite influence on improving the administration of production; it has facili- 
tated the seeking out of reserves for the better utilization of rolling stock 
and ha mplemented the principal thesis of the competing groups: "My partner's 
boundary 1i is also my toundary line!” This may be clearly traced by a compa- 
rison with certain of last year’s quality indicators on the scale of the entire 
Haltic Railroad. Is it not characteristic, for example, that the loading of 
imported cargo during the first quarter increased by 4,000 railroad cars? The 
plan for the static load was fulfilled by 102.6 percent. The idle time of cars 
during loading operations was reduced in comparison with the established norms 
at all centers by an average of 1.50 hours. 
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As is known, the transport centers are struggling to achieve as high a volume as 
possible in the processing of imported cargo by the direct variant. The higher 
nis indicator 1s achieved vy the dockworkers and railroad workers, the higher 
is the intensiveness of the transport conveyor. On the average for all of the 


region's centers 76.4 percent of the imported cargo is processed by the direct 
variant. 


At the port of Klaypeda the progressive and highly economical method is used con- 
Siderably better than for ports on the average; here it has amounted to 87 6 
percent. Following us with regard to this indicator come the transport workers 
of Riga with 65.1 percent. 


For approximately the period of a year now thie region's transport centers have 
been seeking out such conditions of competition as would stimulate in the best 





possible manner the coomlinated and highly effective work of the transsnipment 
workers. In summing up the results a position has emerged several points of 
which are still awaiting thelr final refinement. One way or another, after 
neated debates and comparison of the results, it was acknowledged that the best 
indicators have been attained by the Riga Transport Center. Here the plan for 
the loading of imported goods was fulfilled by 100.5 percent, inciuding that for 
%rain cargoen--by 104.4 percent. Such a result has not yet been attained by any 
other transport center in the region since tne time of the cooriinating council's 
Creation. Let us also note that the group at the Kiga-Krasta Station next to the 
port fulfilled its overall loading plan by 106.9 percent. The railroad worrers 
and port workers, by acting in harmony in large and small matters, effectively, 
and taking into account thelr mutual interests, precisely on this tasis gained 
the nonor of first place in the region. 


Positive experience, summarized in detall at the session of the coordinating coun- 
Cil, will naturally also be of service in the future. Many details pertaining to 
the organizational structure of the single-unit dispatcher shifts, including 
those at the Higa Transport Center, the details of the cooperation among the 
transshipment workers at the Ventspils port, which, according to the results of 
the quarter, has emerged as the winner of the All-Union Socialist Competition, 
were studied in all thoroughness and taken, as they say, into the arsenal. The 
counci| participants manifested particular attention to those useful grains of 
innovation, organizational and administrative improvements which indicate ways to 
eliminate shortcomings and to strengthen mutual cooperation among the transship- 
ment workers. 


The need for such a search 1s evident. You know, despite the overall improvement 
of the indicators of transport centers, their work, as was stated by the coor- 
dinating council, still contains quite a few difficulties and gaps. Even des- 
cribed in tne most weneral outlines, they are a cause for legitimate concern. 
Thus, the established plan for the loading of imported cargo for the transport 
centers as a whole was fulfilled with regard to tonnage by 94.5 percent, while 
the norm for unloading railroad cars was fulfilled by 91.5 percent. At certain 
stations delays of cars nave taken place during freight operations. 


Every transport center, whether near or far from Riga, where the administration 
of the Baltic Rallroad is situated, expects from the council active deeds, bold- 
ness of solutions; it hopes for attention to its own needs and, of course, in 
particularly complex, critical situations--assistance. 


With reward to the coordination of the actions of the tranashnipment workers, far 
from everything has been finally resolved, far from everything is veing done 

today in the manner required by the decisions of the November (1962) Plenum of 

the CPSU CC. This thesis was sounded forth particularly convincingly at the time 
of our interview with the deputy chief of the Kaliningrad Seaport, V. Fomchenko. 
In the name of the workers of his transport center he lodged a serious complaint 
against the managers of the Baltic Ratlroad for not providing a sufficient supply 
to his port of rolling stock for hauling imported cargo from this port. Because 
of this, Kaliningrad’s wharves and warehouses have been piled high with mountains 
of pipes, metal, and various goods in transit, which for weeks and even for months 








Wait to be shipped out to their destinations. Despite the fact that the dock- 
workers and railroad workers of this westernmost seaport in the country have good 
indicators with regard to static load, have reduced the time of car turnover, and 
freed up during the course of the quarter 460 units of rolling stock, they 

turned out to be the region's only transport center which coped with the plan for 
unloading imported goods...by merely 69.1 percent. Is it logical to place the 
responsibility for this only on the local transport center, if the shortage took 
place exclusively because of a lack of attention to its needs and the non-fulfill- 
ment of its requisitions for cars by even 50 percent? Obviously, the coordina- 
ting council should make better use of its opportunities to switch around the 


reserves within the Baltic Railroad itself; nor should it lose sight of a single 
collective “under its care." 


The influence which we have indicated of the transport council has engendered a 
great many hopes among the transshipment workers of the five ports of the Baltic, 
as already noted. Everyone with whom we had occasion to talk insistently 
expressed themselves in favor of the council being more militant and capable of 
more boldly solving the most acute problems in the general-state, and not merely 
departmental, interests. 


It would be naive to suppose that the railroad and the regional transport council 
could cover the shortage of rolling stock. Nevertheless, the railroad could, 

by knowing precisely the operational situation in each transport center, carry 
out flexible switching of the available rolling stock in the interests of the 
Cause. Reference is made to one out of the many examples. 


The diesel ship Abram Arkhipov remained for more than a month being unloaded at 
Klaypeda. It was well known that its cargo--flour in sacks--belongs to the 
category which has limited periods of storage. Nevertheless, boxcars were supp- 
lied in single units, ard not even that every day. But, you know, a total of 

50 or more cars was needed for the unloading process. The Klaypeda port workers 
did not have at their disposal exact information about the situation in the 
region's other ports, but that which was known to them permitted them to hope 
that the railroad would switch and concentrate all its available boxcars to the 
hottest point in order to more rapidly free up the ship and dispatch its cargo 
to its destination. 


Such switching and concentration of cars where they were needed most would have 
been possible if the regional council had had at its disposal more accurate and 
operational information. Here too, the transport workers have placed great 
hopes in the localities on the conferences of the selectors. The benefits to 

be derived from them are commonly known. The five ports and the five railroad 
stations connected with these ports would be informed about the state of affairs 
of each other. Their competition would become more operational and effective. 
At the same time, such conferences of selectors throughout the region would 
enable the railroad in each individual case to regulate better and more bene- 
ficially its own admittedly modest resources. 





In Order to Proceed Purther 


Last year one of the meetings of the transshipment workers was devoted specially 
to tne complex of problems connected with processing the goods of the Food Pro- 
gram. Proceeding from the specifics of each port and staticn, the representa- 
tives of the transport centers sutmitted their own proposals as to how to better 
and more rapidly reload grain, sugar, and meat, as well as what lines to develop 
the initiative of innovators in the transshipment sectors in order to achieve 
still greater coordination in the activities of the working partners, ard to 
ensure high end results. The solutions adopted by the council have teen fully 
carried out. 


For the first time an attempt has been made to coordinate and plan for the long- 
term future the activities of all the maritime trading ports iocated in this 
region, proceeding from the fact that their transport needs are serviced by one 
and the same enterprise of the transshipment sector--the Baltic Railroad. Fol- 
lowing a course of close cooperation, the workers of many groups whose interests 
converge in the local transport centers are developing their own business-like 
reciprocal relationships. 


However, time does not stand still, circumstances change, and life poses newer 
and newer problems which are directly connected with the activities of the trans- 
shipment departments and the more precise coordination of their efforts. 


[It ls impossible, as it seems to us, to ignore the well-argued judgment of the 
chief of the Riga Seaport, the director of the coordinating group of the local 
transport center, V. Yevstigneyev: 


“From the time tnat the Leningraders came out with their own initiative, which 
is already well-known throughout the entire country,” he states, "many problems 
of the reciprocal action and cooperation among partners have begun to be solved 
in a new manner, on a higher engineering level. There are even different 
requirements for our normative documents. Now it is already evident that we 
need to re-examine the basic regulatory statutes concerning the reciprocal acti- 
vities of transshipment workers, statutes which were approved in June--November 
of 1979. Moreover, we must take into account, it seems to me, the experience 
which has been accumulated, pay heed to the proposals of the transport workers 
from various regions, and--above all--to provide for the reciprocal responsibility 
of the parties concerned for fulfillment of the NPGRTU [Continuous plan-schedule 
work of the transport network]. 


“Itis high time that we improve the mechanism for planning the shipment of export 
and import cargoes something which has not been re-examined for approximately 25 
years; it has obviously become obsolete and is no longer coordinated with the 
presently operating system of the NPGRTU.” 


The solution of such problems is, of course, not within the competence of the 
coordinating council. You know, its own status is still somewhat precarious; 
everything is built on the principles of moral responsibility, of “gentlemanly” 
interrelationships. It would probably be better for the cause if the transship- 
ment departments concerned were to achieve a jurisiictional status under an 
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actually existing organ for guidance in its legitimate juridical principles and 

for defining its rights and powers. 

Tne time has come to precisely define the role of the councils in such an impor- 
tant matter as ensuring the continuous and high-quality planning, based on one- 

jear and Quarterly plans, of the transfer of goods from one mode of transport to 
another. The specialists consider that it is precisely here in this region that 
we ought to form transport-engineering systems for various freight flows on the 

principle of “from door to door." 


Very great nopes have been placed by the participants in the transport process 

on the creation of a unified normative base with the help of the council. Indi- 
‘ators in the work of the ports and railroad stations should be standardized, 
and the methods of summarizing the results of the work should be made simple and 
accessible for all concerned. Certain things along these lines have already 
been accomplished. 


In Riaypecs they began speaking about the regional transport council with genuine 
respect, when with its aid an extremely important question was moved from a 
leadlocked position--the question of approval of a standardized engineering pro- 
‘ess for the operation of the Klaypeda center. For months the parties concerned 
nad sat down at the table again and again without any success in negotiations, 
und avery time they remained unsatisfied. It is a matter of the past, and there 

no sense in returning to the reasons why the negotiations kept coming to a 
dead end--each party, naturally, attempted to defend its own departmental inte- 
restse 


The counci! has paid considerable attention to analyzing the operational results 
of the transport centers. Today they not only sum them up on a regular basis 
but study them and carefully examine them in order to extract lessons and uti- 

ize all the possibilities of the Baltic Railroad and Steamship Lines to influ- 
ence the state of affairs. 


There are already examples of such a positive nature. The first quarter of 1983 
‘as shaping up extremely unpropitiously at the Klaype 2 transport center. During 
tne brief intervals between the raging storms this port operated, as never 

efore, on such a highly productive level. Put the shortage of rolling stock 

nad an acute effect. Several days prior to the end of the quarter, when it had 
pecome clear that only outside aid could ensure the victory which the group of 
Alaypeda port workers had deserved by their self-sacrificing labor, the port, 

so to speak, as a reward for its persistent efforts, was furnished with ali the 


needed equipment, and the quarterly assignment was successfully carried out. 
Here is yet anc+ther example in favor of operational switching. The diesel ship 
Solombala had m sent to Kaliningrad, where it was faced with an above-norma- 


tive idle time of a minimum of 6-7 days. The port could not give the ship any 
more assurances than this. By chance they learned about this situation in Klay- 
peda, where just at this time there was the opportunity for processing a ship 
ahead of time and dispatching its cargo. The mechanism operated precisely--and 
the command followed: the Solombala was to proceed to Klaypeda. Within two days 
the imported cargo had already been transported to their places of consumption. 
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But it was also there in Klaypeda that we nad occasion to hear about another 
Situation which had taken shape at the beginning of this quarter. In connection 
with the fact that, due to the shortage of railroad cars, there was a certain 
delay in shipping out imported goods, the port workers were compelled to stuff 
the warenouses with them. This, in turn, immediately deprived them of the oppor- 
tunity for storing up export cargo. The loading dock for switching along the 
wharves became extremely narrow. In order to break out of the vicious circle 
which had formed, an impetus from the outside was required, a "feeding" in the 
form of a train of empty cars. But the railroad administration provided only 
the minimum regular norm of cars, and the port operated at half-strength for 
many long days. 


How the cause would have gained if the council could have effectively switched 
an intensified delivery of cars there where they were most needed, and it would 
nave regulated the movement of the fleet in accordance with the actual possibi- 
lities of the ports and the railroad.... 


In speaking about the many merits of the council's activity, we cannot fail to 
note that there is still a considerable number o1 important problems which have 
not entered into its: field of vision. 


For example, during the second quarter the port workers of Kaliningrad, having 
despaired of receiving aid from the railroad workers, concluded an agreement 
with the trucking services and organized the shipment of citrus fruits by means 
of refrigerator trucks. Hundreds of tons of highly perishable products were 
sent to their destinations without any delay. But why, it may be ask d, do the 
port workers have recourse to the services of truck transport only in extreme 
situations? The Baltic area has three republican ministries of truck transport. 
But *they are not even represented on the council. 


One of the most acute problems in the mutual relationships among the transshipment 
workers is that of the balanced development of ports and stations. For the 
‘ountry as a whole the ways of solving this transshipment problem have been out- 
lined in measures adopted by the four ministries concerned--the Ministry of Rail- 
ways, the Ministry of the Maritime Fleet, the Ministry of Procurement, and the 
Ministry of Transport Construction. It is an exceptionally important document, 
obligating the transport workers to develop a material-technical base, taking 
into consideration the possibilities of its partner in competition, and being 
guided herein not by bureaucratic, departmental interests, but by those of the 
state as a whole. But in the Baltic area they do not seem to have taken note of 
this. And who, if not the regional council, should implement the adopted pro- 
gram in the localities? 


There has also been an excessively long delay in approving such a very important 
document as the Statute on the Transport Center. For a long time now it has been 
up for agreement in the Ministry of Railways, and the need for this is more 

than obvious for all concerned. 


One way or another, the utterances of the port workers and the railroad workers 
in the localities boil down to one main desire! 








The regional transport council will justify the nopes of the transshipment workers 
if it does not limit itself merely to a quarterly discussion of the accumulated 
problems of coordinating the work of the ports and stations, but rather becomes the 
general coordinator of the multi-faceted activities of its own region's transport 


centers. 


In the localities they wish to view this council as the chief arbiter in solving 
the disputed actions of the transshipment workers, as well as as the organ granted 


° 


rights for carrying out more effective management of the Baltic area’s means of 
transport. 
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PORTS AND TRANSSHIPMENT CENTERS 


TRANSPORTATION JOURNALS HOLD ROUNDTABLE ON TRANSSHIPMENT PROBLEMS 
Moscow GUDOK in Russian 12 Jun 83 p 2 
[Article by GUDOK correspondent M. Gorbis: "At the Coast-Sea Junction"] 


[Text] Experience and problems of interaction by neighbors 
discussed at a "roundtable" held by transportation journals. 


"For the first time the journals MORSKOY FLOT, ZHELEZNODOROZHNYY TRANSPORT, 
RECHNOY TRANSPORT, AVTOMOBIL'NYY TRANSPORT, VNESHNYAYA TORGOVLYA, ZA RULEM 
and VYMPEL gathered together to discuss vital problems with representatives 
of transportation centers of Siberia and the country's North, West and South," 
said A. V. Klement'yev, chief editor of the MORSKOY FLOT, in opening the 
"roundtable" meeting." 


The selection of Ilichevsk as a meeting place is not accidental. Odessa Oblast 
is an important transportation region of the country. Two large steamship 
companies are located here--the Black Sea and Soviet Danube companies, eight 
seaports and the Odessa Railroad Administration. The neighbors are ensuring 
foreign trade transportation with 80 countries in the world. Last year alone, 
the volume of cargo processing in ports exceeded 50 million t, more than 300 
million passengers were transported by all types of transportation. 


Transportation workrs of Odessa take pride in the fact that they are initiators 
of labor cooperation between seamen, railway workers and motor transport workers, 
which gained further development in the valuable initiative of Leningrad workers. 


G. D. Maksimenko, secretary of the Odessa obkom of the Ukrainian Communist 
Party; B. N. Grabovoy, chief of the L[lichevsk commercial seaport; A. T. Korzyuk, 
the republic's well-known leader of the first financially self-supporting 
consolidated brigade of dockers of the same port; N. M. Kravchenko, chief of the 
Odessa railway branch; and Ye. V. Spektor, chief of the motor transportatio: and 
forwarding enterprise described in detail as to what is being done to speed up 
the delivery of cargos and to strengthen interaction of neighbors. They also 
dwelt on important problems in developing transportation centers. 


Recently the Odessa obkom confirmed the "Transport" directed integrated program. 
Its aim is to achieve a more balanced condition of all types of transportation 
enterprises in the oblast and to raise their work efficiency. 
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The neighbors are competing under the motto "From continuous work plan-schedules 
of enterprises-to continuous schedule work plans of transportation centers." 
Working in this manner they increased processing of imported cargo in ports by 

22 percent during the years of the llth Five-Year Plan and raised the static 

load per every car by several tons. Last year, it was possible to switch more 
than 400,000 t of various cargo from railway to maritime and motor transportation, 
which released a large number of cars for additional deliveries. 


At the same time, participants in the meeting devoted attention to the necessity 
of using existing reserves more fully and to solving important problems more rap- 
idly. At the Ilichevsk transportation center, for example, there is a possibility 
of additionally processing up to 300 cars a day but this is hampered by the lack 
of a second railway approach ramp into the port. Cargo traffic by no means cor- 
responds to the port's handling capacity at all times. The fact that ports and 
port stations are given different cargo transportation plans cannot be regarded 

as being normal. It is necessary for corresponding ministries and departments 
to develop and confirm a standard position on a transportation center. 


The need to eliminate shortcomings in the work of transportation centers in the 
Baltic area, the Far East and Siberia more rapidly, to speed up processing of 
vessels, cars and motor vehicles and to rationalize transportation was addressed 
in the speeches by B. P. Trunov, deputy minister of the USSR maritime fleet; 

N. P. Kul’mach, chief of the Main Freight Administration of the Ministry of 
Railways [MPS]; V. D. Medvedev, deputy minister of the RSFSR Ministry of Motor 
Transport; and others. 


Ye. I. Gorlakov, chief of the Novorossiysk station, said that for the past 20 
years port workers have been leasing locomotives from railway workers and have 
been conducting all cargo unloading and dispatching operations themselves. As 
a result, the idling of cars has sharply dropped and losses owing to lack of 
preservation were reduced. It is a pity that the instructive experience of 
Novorossiysk has not been widely disseminated so far. 


The topical questions of work at transportation centers, which were discussed 
in Tlichevsk, the critical analysis of the situation and the exchange of 
expertences will undoubtedly promote further improvement of interaction by 
neighbors. 
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PORTS AND TRANSSHIPMENT CENTERS 


BERDYANSK PORT IMPROVES RO-RO FACILITIES 
Moscow VODNYY TRANSPORT in Russian 7 Jul 83 p 1 


[Article by A. Konovalov, chief economist of the Berdyansk port: "A Complex for 
Ro-Ro Vessels") 


[Text] The collective of the Berdyansk seaport was able to considerably raise its 
production efficiency during the past few years. Financially self-supporting 
consolidated complex brigades of dockers have won recognition here. Taking 

into consideration the potential possibilities of new technological schemes, 
specialization of docks was reviewed in the port and the cargo section was 
divided into two specialized loading and unloading regions. The first was 
assigned to process general cargo, and the second to process bulk cargo. In 

their turn the regions created specialized complexes for ro-ro vessels and for 
transshipping scrap metal and imported cargo. 


Processing of vessels according to the horizontal loading-unloading scheme was 
begun by the port in 1980. There were great difficulties. There were no 
warehousing facilties. There was a shortage of transshipping equipment, 
documents were formalized slowly and dockers did not cope with vessel processing 
norms. 


Port supervisors, public organizations and leading production workers were, 

of course, dissatisfied with such a situation and sought ways for solving this 
problem. They concluded that it is necessary to establish a specialized 
complex for processing ro-ro vessels. It was made part of the first region. 

A position on the complex was worked out. The sixth dock was assigned to it. 
Responsibilities of the complex were clearly defined. An area was set aside 
which can accommodate up to 300 trailers as well as an out-of-town area for 
up 1,000 motor vehicles. 


The complex is headed by A. Antselevich, a communist and former deputy chief 
of the operations region. Some people in the port may feel that this is a 
demotion for a good commander of production. But port supervisors, public 
organizations and even A. Antselevich himself realize that this appointment 
to the new position as chief of the complex is a very responsible assignment. 
The complex must not be jeopardized and so it was decided to hand over the 
management of the complex into reliable hands. 
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Specialized consolidated brigade No 2, which is headed by communist V. Berlov, 
was assigned to the complex. It consists of 48-50 members. The collective of 
the brigade was made a financially self-supporting one. 


The complex also includes a warehousing group. Strict accounting of trailers 
{s organized here and the area and warehousing facilities are being carefully 
maintained. All its subdivisions are competing for achievement of the final 
result--reducing the period for vessel processing. The work and thoughts of all 
complex workers are directed toward this main task. 


Such precise specialization and goal-orientation could not but yield positive 
results. Processing of vessels has noticeably improved. Last year, the total 
net ro-ro vessel processing time was reduced by 66 percent compared with 1981! 
As the saying goes, comments are unecessary. 


Reserves of the complex are by no means exhausted. It is necessary to eliminate 
fits and starts in marshalling vessels and to simplify formalizing of documents, 
which, unfortunately, consumes much time. Workers of the complex as well as of 
the entire port are firm in their intent to continue improving organization of la- 
tor mdto use the advantages of vessels with a horizontal loading-unloading 

scheme more fully. 
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INTERSECTOR NETWORK DEVELOPMENT 


CREATION OF NATIONAL INSTITUTE TO OVERSEE FREIGHT HANDLING TECHNOLOGY URCED 
Moscow PRAVDA in Russian 10 Jun 83 p 2 


[Article by A. Kaltakhchyan, docent of the Moscow Institute of Rail Transpor- 
tation Engineers: "According to a Unified Plan"/ 


/Text/ Various branches now decide independently what to give transportation 
and where. Therefore, for example, reinforced concrete items are shipped to 
enterprises over thousands of kilometers even though they are frequently 
produced in the neighboring region. It is understandable that it is much more 
advantageous to supply plants from nearby suppliers and without numerous trans- 
shipments. But to do this it is necessary when drawing up the shipment plans 

to take into account simultaneously all of the manufacturers of one product or 
another and to send this product to the consumers by the shortest route, regard- 
less of departmental jurisdiction, 


The reason for the slow loading and unloading lies in the fact that methods of 
working with cargo are improving slowly. And the technologies decide the 
effectiveness of loading and unloading work. As was the case many years ago, 
hundreds of thousands of railroad cars and trucks “stand around" in lines at the 
plants, warehouses and bases. 


Rhythmical operation of transportation and industry depends largely on how 
successfully one handles the loading complexes. There are many thousands of 
them. They cover the country with a dense network. And at each plant, as a 
rule, they say that loading is difficult and that it is complicated to unload 
cargos that come from hundreds of suppliers. It is difficult, for example, for 
the Kanash base in the Chuvash ASSR since the suppliers, the metallurgists, send 
packets of sheet iron that weigh & tons. But the local cranes can only lift 

l ton. It is clear that the unloading cannot proceed successfully at a particular 
complex without the cooperation of other complexes that are involved in the work. 
All of them are interconnected and must deliver cargo in such a way that the 
recipients can unload it easily. In other words, it is necessary to find better 
ways of updating methods of working with cargo. 


In order to improve the technology for loading and unloading cars, it is no 
longer sufficient for the specialist simply to select the corresponding pro- 
spectus--descriptions and send them throughout the country. In order to figure 
them out the plants employ more than 1.5 million engineers and create small 
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special divisions and groups, Not being able to influence in practice the 
ways their numerous suppliers load cars, they sometimes make incorrect 
decigions, 


Smooth work of interdependent complexes cannot be achieved on the basis of 

the sum of separate decisions. The dispatchers and the recipients introduce 
technical equipment that is not coordinated in terms of time periods and cargo 
Capacities, and the systems of machines and technologies are incompatible, even 
though they are called standard, And therefore the work methods, the ways of 
loading cars and the types of containers used by the dispatchers of one ministry 
sometimes counteract the measures of other branches that are trying to mechanize 
the unloading of these same cargos using their own methods and within their own 
time periods, And it turns out that the mechanization of loading and unloading 
of cargos proceeds without a system. 


Thus the grain cars that were created for rapid unloading stand idle at the 
grain receiving points much longer than the cars with the old designs do, Why? 
The USSR Ministry of Procurements is still in the process of constructing 
unloading devices for them, Because of this the receipt of the harvest is pro- 
ceeding more slowly than previously. The same thing has happened to the cement 
cars and other new specialized cars, 


Questions of improving work with cargo are now being handled by all ministries 
and departments. Each year more than 3 billion rubles are spent on maintaining 
and developing the network of warehouses and transshipment complexes. And the 
result? Labor productivity increases annually by only 1-3 percent, and there- 
fore there is no way to stop the growth of the army of workers employed in 
loading and unloading which in any case amounts to many millions of people. 


What should be done? In our opinion, the main thing is to reach a point where 
the transshipment complexes have highly productive and mutually compatible 
means of operation, lifting and transport machinery, cars and containers. The 
State Committee of the USSR for Science and Technology, the Ali-Union Scientific 
Research Institute of Rail Transportation, and the Institute of General Trans- 
portation Problems under the USSR Gosplan as well as scientists have recommended 
effective technologies. It is necessary to reinforce them with the production 
of technical equipment and to utilize it better. It is especially important to 
determine work methods correctly and to select technical equipment for the 
complexes correctly. The task of finding the correct technology for each complex 
and each warehouse is a common one and the same for all plants, branches and 


kinds of transportation. This single problem cannot be resolved in parts. 


In our opinion, we should restructure the work of hundreds of thousands of 
engineers who are employed in systemless mechanization of loading and unloading. 
[Instead of many thousands of plans for selecting types and calculating the 
technical supply for warehouses, it would be expedient to create one plant to 
determine the technology and the worker for operation and the types and quanti- 
ties of technical means for introduction at enterprises of industry and 
transportation. 





Workers involved in all kinds of transportation and branches that are interested 
in smooth operation of the warehouse network are awaiting answers to these 
questions. Deliveries of technical equipment should correspond to these deci- 
sions and they should be made promptly, 


Calculations should be made in a special computer center, "fitting" various 
combinations of advanced work methods to all loading complexes simultaneously. 
Then it will be possible to leave the stage of systemless mechanization and 
reach a point where interrelated dispatchers and recipients have the most 
productive methods of loading and unloading mainline transportation, methods 
which are intercoordinated, 


This i6 the only way that it is possible to have decisions that are thought-out 
on all sides, which technology to apply when and where, and which not to apply, 
what kind of fleet of cars and loading machines to have, and how to distribute 
them so that the network of complexes is productive. It is precisely with this 
approach to the matter that we will employ fewer people and reduce the number of 
types of work methods that are applied when working with cargo, and we will 

also reduce the number of types of loading and unloading machines, warehouses 
and cars. 


Who is to solve these problems? Existing subdivisions belong to individual 
departments. There is no organization that is completely engaged in the 
development of the network of complexes as a unified whole. This is true even 
though it has many millions of workers that serve all branches, It seems that 
it would be important at a level higher than the branch level to make a decision 
about the creation from already existing scientific forces of an all-union 
scientific research and planning institute for system technology for work with 
cargo in USSR transportation. 


The solution to the problems that have been raised would make it possible to 
send many people to other sections, to have available hundreds of thousands of 
additional cars, trucks and loading machines, to remove up to 100,000 trains a 
year from the mainlines, and to preserve tens of millions of tons of products. 
And thus it would be possible to improve the work of transportation and of the 
entire national economy. 
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INTERSECTOR NETWORK DEVELOPMENT 


EFFORTS IN BSSR TO SHIFT RAIL FREICHT TO TRUCK HAULAGE 
Moscow SOTSIALISTICHESKAYA INDUSTRIYA in Russian 16 Mar 83 p 2 
/article by M. Kaganskiy (Minsk): "Empty Trips” | 


[Text/ Information for contemplation, During the past 7 years in Belorussia 
short-haul shipments of about a million tons of various kinds of cargos have 


been shifted from rail to automotive transportation. This has freed almost 
22 ,000 rai lroad cars. 


At firse glance this number does not seem so great. But on a repub- 

licscale it is an appreciable result. It is also necessary to take into 
account the following circumstance: those cars which at one time traveled only 
40-50 kilometers, are now going out on long trips. And the effectiveness of 
their utilization is 14 times greater than that of short "sprinter" 

trips. 


What else has the diversion of cargos from one kind of transportation to another 
produced? 


All containers are shipped by motor vehicles. The volume of these shipments 
exceeds 900,000 tons a year. As compared to rail transportation this method 
accelerates the delivery of cargo 4-5-fold. Again an effect in the millions. 
And, moreover, tens of thousands of container railroad cars are freed. 


Further, automotive transportation is used for all intrarepublic shipments of 
livestock, meat, milk and dairy products, potatoes, vegetables and fruits. 

Bulk cement is delivered over more than 100 kilometers of paved road to consumers 
that do not have railside warehouses, as are mineral fertilizers, lime materials 
and many industrial goods. 


Still there is the widespread opinion that truck drivers are unwilling to make 
short trips. How did the railroad workers manage to find a common language 
with them? Since they are more interested when addressed in person, the first 
visit was to the administration of the republic "“chugunki 
for railroad in Belorussian). 


(this is the word 








"How did we manage?" the deputy chief of the railroad cargo service, 

V. Sipchenko, repeats the question, "We put this file to work,” he shows a 
brochure of excerpts from decrees, orders and instructions for planning and 
streamlining cargo shipments, beginning in 1949. 


An extremely typical detail: the specialists come and go, but the “business” 
remains. The receiver does not need to search for directive documents, to 
begin from zero, 


| look through the file, Indeed, the entire chronology of succession is there. 
The decisions of the CPSU Congresses, the decrees of the congresses of the 
Communist Party of Belorussia that ensue from them, and decrees of the republic 
Council of Ministers that make their instructions to local economic agencies 
more concrete, 


"We took as @ basis the ‘letter’ of these decisions, penetrated into the 

‘spirit’ and we are trying to do everything correctly,” continues V. Sipchenko. 
"Rach year we analyze the plans for shipments and give suggestions regarding 
assigning short trips to automotive transportation. And in this we are supported 
by the Central Committee of the Communist Party of Belorussia, the republic 
Council of Ministers, and the BSSR Gosplan."” 


The railroad workers emphasize that they are trying to lessen disagreements 
with the motor vehicle workers and, conversely, are trying to find points of 
Agreement, Many people with whom I had occasion to speak in various organiza- 
toins told me about this. 


Coordination of actions is not an economic or moral category. It is good, of 
course, when managers of departments take steps to meet each other half way. 

But additionally it is necessary not only to reach understanding of the so- 

called current moment, but also to find something more material--a system for 
working, economic levers and stimuli. 


But what is the nature of the actual mechanism for reaching agreement? What 
caused the rialroad workers and the motor vehicle operators to combine their 
efforts precisely now and not, say, 10-15 years ago? 


It is no secret that even now transportation workers of various departments 

are "competing" firms to a certain degree. All of them try to avoid short- 

haul shipments. They are disadvantageous in all respects. The main indicator 
--cargo turnover--drops when the distances are short. And this is the indicator 
that prevails when evaluating the activity of transportation workers. 


"Ie still prevails, but it no longer controls things,” the head of the cargo 
administration of the BSSR Ministry of Automotive Transportation, I. Ambrosov, 
clarified. "At least not in our business, We have rejected the complications 
of the ton-kilometer. We have based our work on the consumers’ interests." 


The ministry has changed over to autonomous financing and to new principles of 
management, Automotive transportatoin enterprises are more responsible for the 
fulfillment of the plan for shipments for each branch in keeping with agreements 








that have been concluded, Now this, along with the fulfillment of the plan for 
profit, is the main evaluation indicator for determining the amounts of incen- 
tive funds for management personnel, engineering and technical personnel, and 
employces, 


Freed from the fetters of the ton-kolometer, the automotive workers have found 
another indicator--increasing the efficiency of work with clientele, Accelera- 
tion of deliveries and fulfillment of agreements--this is what now influences 
the filling of the "cash registers" of the automotive enterprises. 


The result? Last year the average distance of shipments decreased by 27 kilo- 
meters as compared to 1980, This means that delivery times and fuel expenditures 
also increased. The level of the fulfillment of plans for shipments under 
agreements increased by 5 percent, 


"Previously we were interested in long shipments, in cargo turnover at any 
price, But now, with the new indicator, one does not go far with this, in the 
literal sense of the word," jokes Ambrosov, ''Certain managers try to tempt us 
with long-distance shipments. Recently, for example, the Gomel Tsentrolit 
plant and the starter engine plant asked us to deliver cargos over a distance 
of up to 1,500 kilometers. Previously we would have greeted this order with 
Open arms, as it were, but now it is disadvantageous for us." 


And so the transportation workers are satisfied. And the cargo recipients? 
After all, the cargo is delivered more rapidly on the railroad. 


The republic Gosplan has presented curious calculations regarding changing the 
shipment of returned containers which circulate between Brest and Beloozersk 
from the railroad to automotive transportation. The distance of the shipments 
on the railroad are 109 kilometers, and on the highway--120. It would seem that 
the balance is not in favor of the motor vehicle drivers. But here is what 
actually takes place. The average speed for truck drivers is 42 kilometers an 
hour. For railroad car shipments the average hourly speed is 14 kilometers. 
And railroad workers are occupied for days in initial and final operations-- 
maneuvering work, the accumulation and breakdown of cars at the stations of 
departure and arrival. The result is 3 hours by automotive tr asportation as 
against 32 hours on the railroad, The advantage to the cargo recipients is 
obvious. 


"Changing short-haul shipments from railroad transportation to automotive 
transportation is only part of the problem," says the chief of the subdivision 
for transportation and streamlining of shipments of the BSSR Gosplan, S. 
Poteryayko. "Efficient utilization cf all kinds of transportation, their 
operation in a unified technological flowline and the determination of tne most 
efficient zone of service--this is what we are now achieving.” 


To make shipments more efficient means to select the kind of transportation for 
delivering cargo which is most advantageous from the standpoint of the national 
economy and to eliminate counterflows of the same product. A large amount of 
scientific research work has been done on this in Belorussia. The BIIZht, NIIEMP 
under the BSSR Gosplan, and the BelNITIAT of the republic Ministry of Automotive 











Transportation have analyzed cargo flows and developed organizational! and 
technical measures for redistributing them among the various winds of transpor- 
tation. A stable scientific and organizational basis has been created for 
streamlining shipments. 


"The creation of the republic council and the oblast commissions for coordinating 
the work of various kinds of transportation has played a special role," says the 
head of the division of the Belorussian Council of Ministers, G. Savitskiy. 

"At the meetings of the Council, and they are held regularly, once a quarter, 

it is mandatory to consider questions of streamlining shipments. The republic 
Gosplan, the coordinating council and the BSSR Council of Ministers are 
achieving steady fulfillment of the planned measures.” 


According to calculations of the Avtotranstekhnika scientific production 
association of the Belorussian SSR Ministry of Automotive Transportation, by 

the end of the five-year plan it will be possible to transport more than 350,000 
additional tons of cargo along the highways. But each step forward "along the 
pavement’ now requires finding hidden reserves and providing automotive enter- 
prises with sufficient specialized technical equipment. Of course, transporta- 
tion worvers cannot solve this problem by themselves. Other ministries and 
departments must be included in it. 


And this is being done. Thus we have envisioned the development and distribu- 
tion of enterprises for producing prefabricated reinforced concrete elements, 
taking into account reducing the volume and distance of the shipments. The 
plans are being revised for making the transportation of brick and other cargos 
more efficient, It has been calculated, for example, that streamlining the 
shipments of mixed feeds for hog raising and animal husbandry in Vitebsk Oblast 
alone will save more than 300 cars and more than 1.5 million liters of gasoline. 
And such scientifically substantiated plans are to be introduced in all oblasts 
f the republic. 
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